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Heavier Rolled Unit Brake Beam Section extending completely through 


the brake head. Improved Brake Head and Wear Plate Assembly. 


A Better Brake Beam for the most talked of Truck in America. 
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Over a period of many years, rail- 
road profits have been made not 
by raising prices, but by cutting 


costs. Byers Staybolt Iron pro- 
vides an opportunity of extending 
this sound practice. Sixteen of 
America’s leading railroads are 
currently using the material, and a 
number of others have it on test. 
Savings of as much as $60.00 a 
ton have been reported. 

| These savings are not made at 
the expense of quality, for Byers 
Staybolt Iron is the finest double- 


refined wrought iron that man can 


FORGING BILLETS. The same unusually 
high quality and uniformity found in Byers 
Staybolt Iron is duplicated in Byers Forging 
Billets—also at a material saving. They are 
produced in round, square or rectangular 
sections, under ASTM-A-73 and AAR-M-307 
Specifications. 
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produce or money can buy. The 
savings come from manufacturing 
economies made possible by quan- 
tity production on a quality basis 
... and they are passed on to you. 

All material is twice piled, with 
full-length slabs. Reduction from 
original bloom to bolt blank is 
over 20,000 times. This method of 
manufacture gives more uniform 
slag distribution than is obtainable 
by any other means, because of 
the tremendous reductions, which 
directly affect slag distribution. All 
requirements of AAR and ASTM 
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specifications are fully met, and the 
uniformity and durability of the ma- 
terial has been confirmed in millions 
of trouble-free locomotive miles. 

Byers Staybolt Iron is available 





through your fabricator, or for use 
in your own shops. If you would 
like detailed information on fabri- 
cating and service qualities, just 
get in touch with us.. 

A. M. Byers Company. Estab- 
lished 1864. Offices in Pittsburgh, 
Boston, New York, Philadelphia, 
Washington, Chicago, St. Louis, 
Houston, Seattle, San Francisco. 








BYERS 
GENUINE WROUGHT IRON 


TUBULAR AND HOT ROLLED PRODUCTS 


ELECTRIC FURNACE ALLOY STEELS - OPEN HEARTH ALLOY STEELS 
CARBON STEEL TUBULAR PRODUCTS 
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The Mechanical Division 





Committees Report 


IN this issue will be found abstracts -of thirteen re- 
ports of committees of the Mechanical. Division, Asso- 
ciation of American Railroads, which would have been 
presented and discussed at the membership meeting on 
June 23 and 24 had this meeting not been cancelled. 
At its meeting held on June 22 and 23, however, the 
General Committee of the Mechanical Division ap- 
proved these reports with a few modifications, and they 
can be made available to all of our, readers without delay. 

The reports of Mechanical Division committees 
seldom contain material which inspires spectacular 
headlines. Hence, the part played by this division of 
the A. A. R. in the steady advancement of the quality 
of railway service and in the effective functioning of 
rolling stock under the stress of wartime operation is 
seldom adequately appreciated even by officers and men 
on the railroads themselves. 

The work of the Car Construction Committee and 
its associated committee of the American Railway Car 
Institute in quickly setting up a series of .emergency car 
designs for all the railroads, followed by the Victory 
designs, which have demanded its attention during 1944, 
is one example. But even more typical of the vast 
amount of patient attention to detail necessary for the 
orderly progress of the railroads is the work of the 
Arbitration, Prices, and Specifications Committees. No 
long argument is necessary to convince the readers of 
this paper that what these committees do is as important 
in making smooth and orderly the administration 6f one 
field of cooperation endeavor among the independent 
corporations which make up America’s railway system 
as are the results of the efforts of the other committees 
whose work bears more directly on the physical aspects 
of motive power and rolling stock. 

But by no means all of the committee work of the 
Mechanical Division is of this humdrum character. At 
least five forward-looking developments affecting the 
future progress of railway transportation are recorded 
as under way or practically accomplished in this year’s 
report of three committees. The Committee on Car 
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Construction reports that the design of a lightweight 
merchandise car for high-speed service is being com- 
pleted by the A. R. C. I. and that lightweight designs 
of general-service box and hopper cars are being pro- 
duced as fast as war conditions will permit: This and 
the project of the Coupler and Draft Gear Committee 
for the development of an\ interlocking type of freight- 
car coupler, functioning in part similarly to the tight- 
lock passenger coupler, puts the Mechanical Division 
actively behind the exploitation of the possibilities of 
lightweight and higher speeds in freight service after 
the war. 

Despite the delay caused by the war, the report of 
the Committee on Locomotive Construction gives evi- 
dence of the continuance of active interest in extending 
the use of the all-welded locomotive boiler. The fact 
is recorded that since the construction of the D. & H. 
boiler six furnaces for stress-relieving boilers have been 
built and another is under consideration. 

Another high spot in these reports is the recommenda- 
tion of the Committee on Locomotive Construction that 
the Mechanical Division accept A. S. A. standards 
for bolt heads, nuts, and threads. The value of as 
nearly universal standards as can possibly be adopted 
for types of manufacturers in such common use as bolts 
and nuts is generally recognized. Bringing as large 
an area of use as railway equipment within the fold 
will greatly enhance the value of the standards to all 


"users. 


The fifth item which seems worthy of inclusion in 
this list of high spots is the recommendation of the 
Committee on Car Construction that welding of cracks 
in cast-steel truck side frames of U-section cast since 
1926, regardless of the length or depth of the cracks, 
be permitted by either the oxyacetylene or electric arc 
processes, using specified electrodes. This has much 
to recommend it as an immediate means of reducing 
the demand for replacement castings, and as a sound 
economy measure. - 

It is unfortunate that these reports have to be pre- 
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sented without the enlivenment of the discussion which 
many of them would, no doubt, have brought forth at 
St. Louis had the membership meeting of the Division 
not been cancelled. The work of the committees in pre- 
paring a complete set of formal reports available for 
distribution at one time has, however, not been lost. 
So complete a formal report as is presented in this issue 
is a recognition to which the members of these com- 
mittees are clearly entitled. The hours of their crowded 
time which they devote to committee work play no 
less a part in the effectiveness of railway transportation 
in America than do the hours they spend on their im- 
mediate jobs. 


Air Cylinders 
And Efficieney 


The shop practice departments of the Railway Me- 
chanical Engineer have included over the years numer- 
ous descriptions of shop kinks developed in the va- 
rious locomotive and car shops of this country and 
Canada. These developments have usually resulted 
from the thoughtful interest and mechanical ingenuity 
‘of men directly concerned with shop output. Many 
of these have proved helpful to others and, in doing 
so, have served the purpose which lies behind the 
publication of such material. During recent years 
the development of jigs, fixtures and other devices has 
been especially valuable in aiding the output of work 
in the mechanical departments in the face of manpower 
shortages of a serious nature. 

Recently, in commenting upon such descriptive items, 
a railway shop superintendent of many years’ service 
pointed out in a half-joking fashion that, “They’re all 
built of scrap and use too much compressed air.” Of 
course, it is not true that all are built of scrap nor 
does it matter particularly if the device can be built 
as well of scrap as of new materials. The other part 
of the remark is all too true. Most shops today would 
be seriously affected if they were compelled to operate 
without homemade devices which employ second-hand 
air cylinders to apply the required working forces. The 
value of properly designed air-operated tools has long 
‘been recognized and the compressed air required for 
their use is well and economically applied. This cer- 


tainly is not true of most of the shop-made devices, ’ 


ingenious as they may be, which employ old cylinders 
from locomotives, ballast cars, passenger cars, etc. 
Belt-drives from line shafting have been, and are 
still being, replaced widely with more flexible arrange- 
ments made possible through the application of electric 
motors to machine tools. It might also be well to 
study the various homemade devices now in use to 
determine whether or not the work which they are 
intended to perform cannot be done more effectively 
and economically by the installation of new equipment 
developed and manufactured especially for these jobs. 
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Hoists, press brakes, pipe-bending arrangements, and 
similar equipment built of scrap and powered with air 
cylinders, often many times oversize for the work to 
be done, are wasteful of one of the more expensive serv- 
ice facilities in a shop. 

Few roads are without instructions concerning the 
conservation of compressed air, and leaks in lines are 
run down and repaired with dispatch. But, a far greater 
leak in the supply occurs through the use of air for 
powering much home-built shop equipment. Without 
attempting to discourage the idea of developing tools 
to do a job, it is suggested that good ideas can 
be made even better if the designers build the needed 
tool and then provide power rather than assume that 
an old air cylinder will be the power source and so 
design the tool. Better still is learning whether a 
really efficient tool or machine is not commercially avail- 
able to perform the required work. 


Freight Cars 
Of the Future 


The progress in freight-car design which the railway 
field expects will be made during the years immediately 
after the war involves two fairly distinctive sets of 
problems. These are reduction in weight and ability 
to operate at speeds in excess of 80 m.p.h. 

The ground work for light weight has already been 
laid. There are now more than 20,000 freight cars 
in service in the construction of which materials other 
than plain carbon steel have been utilized—largely the 
corrosion-resistant low-alloy high strength steels which 
can be dealt with in the shop in the same way as the 
carbon steels. By the use of these materials, fabri- 
cated by welding, cars have been built having a pay 
load-to-gross load ratio of 80 per cent. The real prob- 
lem with respect. to light weight is the wide variation 
in braking ratio from empty to fully loaded which 
reaches the limit of safety for a single-capacity brake 
at a pay load-to-gross load ratio of about 75 per cent. 
The brake manufacturers have been at work on this 
problem for some time and present indications are that 
a solution will be forthcoming which will considerably 
narrow the field of present limitations on taking full 
advantage of possible savings in tare weight. 

The desire for higher speeds in freight service raises 
several other questions the answers to which are not 
nearly so far along as is the designing for light weight. 
The development of freight-car trucks for high speeds 
has been under way for several years. The A. A. R. 
tests of trucks for high-speed freight service which were 
conducted in 1939 clarified the problem by bringing 
out, among other things, the fact that the needs of the 
critical speed range for snubber action are in conflict 
with the need for free and sensitive spring action in 
the high-speed range. The value of long spring travel 
to improve the vertical ride at high speeds was dem- 
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Bustrated. One of the difficulties of accomplishing this 
; the limitations on the amount of spring deflection 
hich can be permitted without the risk of coupler 
eparation. The inter-locking coupler on the develop- 
ent of which work has already started promises some 
lief at this point. There is the further question 
hether a truck for the speed range contemplated will 
e satisfactory until it includes some provision for 
ushioned lateral motion approaching in function the 
wing hangers of the passenger-car truck. 

When cars which weigh appreciably less are operated 
n the proposed high-speed range, will present draft 
ears be too stiff in initial compression? Further study 
s needed to determine the best method .of cushioning 
nd shocks, particularly as speeds increase. | 

None of these problems is new. Nor are all of them 
ikely to be solved immediately. In the meantime ad- 
antage can be taken of the opportunity for weight 
aving offered by the strong or light-weight structural 
materials as soon as priorities permit. 












According to a press release, issued under date of June 
6 by the Office of War Information, both passenger and 
eight traffic handled by the railways have increased 
more rapidly than anticipated in the first half of 1944 
nd it is obvious that redoubled efforts and cooperation 
on the part of all concerned will be necessary to meet 
transportation requirements for the balance of the year. 

In December, 1943, the Office of Defense Transporta- 
tion estimated that the total passenger traffic for the year 
would be 85 billion revenue passenger-miles and that a 
|S per cent increase might be expected in 1944. As a 
matter of fact, final 1943 figures reported to the Inter- 
state Commerce Commission by 137 steam railroads 
showed a total of nearly 88 billion passenger-miles. Fig- 
ures for the first quarter of 1944, reported by the same 
source, showed an increase of 25.5 per cent over the first 
quarter in 1943 and at this rate the 1944 total will ex- 
ceed 110 billion, or more than double the 1922 figure of 
34 billion revenue passenger-miles. Organized troop 
movements of one and one-half million service men and 
women each month require constant service of more 
than half of the Pullman cars and nearly one-third of all 
the day coaches. Almost‘an equal number of accommo- 
dations on the regularly scheduled trains are needed for 
the movement of military personnel on furlough. 

The trend of freight traffic also has been constantly 
upward from 638 billion revenue ton-miles in 1942 to 
727 billion in 1943 according to I. C. C. reports. The 
frst quarter of 1944 showed a total of 182 billion ton- 
miles, an increase of 6.8 per cent over the same period 
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last year. At this rate of increase total freight traffic for 
the year would reach 776 billion ton-miles or much more 
than earlier estimates. To meet traffic demands, rail- 
roads have only about two-thiyds as many passenger 
cars and locomotives as in 1920. Since 1942, when a 
limited number were built, there have been no passenger 
cars constructed except 1,200 troop sleepers and military 
kitchen cars. Last year-800 locomotives were delivered 
and 1,200 more of various types are scheduled for de- 
livery this year. Currently the railroads are carrying 
twice the amount of freight moved by rail in the last war 
with 600,000 fewer cars. More than 30,000 freight cars 
were built in 1943 according to reports of the American 
Railway Car Institute and, on April 1 of this year, 45,000 
more were on order, some to be delivered on 1943 au- 
thorization and the rest on authorization of the War 
Production Board for 1944. 

’ At the beginning of the war, shortage of critical mate- 
rials was the key factor in preventing extensive additions 
of railway equipment, although the conversion of car- 
building plants to the manufacture of military equip- 
ment and supplies contributed to the difficulty of the rail- 
roads securing needed new rolling stock. Manpower 
shortages and war restrictions on improvements also 
played an important part in curtailing railway car 
construction. 

Under the conditions, therefore, the transportation 
capacity of the railroads is already near its peak and, 
if military and civilian needs for the balance of the year 
are to be met, the railroads must be given every possible 
assistance both in securing new equipment, using that 
whicli they now have efficiently and spreading out the 
peak transportation load over as loig a period this fall 
as possible. \ 
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NEW BOOKS 


PRINCIPLES OF PowpeR METALLURGY. By Franz 
Skaupy. Published by Philosophical Library, Inc., 
15 East Fortieth street, New York. 80 pages, 6% 
by 9% in. Price, $3. 

The introduction to this book groups some instructive 

examples of the influence of the sizes and grains of the 

crystals of the metallic materials from which apparatus, 
tools and objects of daily life are formed and dis- 
cusses how in some cases the position and form of the 
grain boundaries among the crystallites are of decisive 
influence on the properties of the substance. The Gen- 
eral Part of the book which immediately follows the 
introduction is divided into two sections—Metal 

Powders and Production, and Properties of “Ceramic 

Metal” Parts—each of three chapters. “Ceramics” 

of wolfram, molybdenum, tantalum and other metals, 

and of hard metals are discussed in two chapters of 

a Special Part. The Appendix discusses further fields 

for the application of metal ceramics and bearing metals, 

also processes allied to metal ceramics. 
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Power Trains tor Russia 


Ninety-seven mobile pow- 
er generating plants for 
rebuilding devastated 
areas are now being de- 
livered to our Allies 


Comptete power generating plants mounted on spec- 
ially-designed railroad cars for use in rebuilding devas- 
tated areas destroyed by war and for the operation of 
repair plants behind the lines are being delivered by the 
manufacturers. There are forty 3,000-kw. plants and 
twenty-three 1,000-kw. plants being supplied by the 
General Electric Company and the American Car and 
Foundry Company. The Westinghouse Electric & Man- 
ufacturing Company is supplying power units for ten 
5,000-kw. trains and twenty-four 1,000-kw. trains. Cars 
for the 5,000-kw. trains are being supplied by the Gen- 
eral Transportation Corporation. This company is also 
supplying boiler and turbine-generator cars for the 1,000- 
kw. Westinghouse units, while the American Car and 
Foundry Company is furnishing the cooling tower cars. 


3,000-Kw. Trains 


The 3,000-kw. mobile plant consists of seven or eight 
cars, depending upon the method of cooling. There are 
two boiler cars and tenders, one turbine car, one switch- 
gear car, three cooling tower cars (or two radiator-type 
cooling cars), and one crew car. Thirty of the plants 
will have cooling tower cars; ten will have radiator-type 
coolers. 
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The cooling tower cars for one of the 5,000-kw. trains 
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The two boiler cars each contain a fire-tube, locomo- 
tive-type boiler designed to operate at 300 lb. gauge, 
600 deg. F. The boilers are coal-burning, employing 
poor grades of coal such as lignites with heat values 
of less than 7,000 B.t.u. per Ib: Each boiler is rated 24,000 
lb. of steam per hour. Induced draft is obtained by 3 
centrifugal-type fan driven. from a geared steam turbine 
and the turbine exhausts into a surface-type heater 
through which the condensate is pumped. The boiler 
is also equipped with an injector for emergency boiler 
feed, and automatic level feed control for normal opera 
tion. An adequate supply of coal and makeup water art 
carried on the tender car which is similar to that used 
on standard locomotives. 

Coal and ashes are handled by means of portable ut 
loaders and conveyors which .can take the coal from 
either a pile or a coal car and put it in the tender, andj 
which can take ashes from the ash pit and put it in cars. § 

The turbine car contains a 3,000-kw., 0.8 power factof 
3,750-kva., 3-phase turbine-generator arranged to delivé 
power at either 6,300 or 11,000 volts. The condensef 
is of the surface type, located on the same elevation as 
the turbine-generator. Connection of the condenser and] y,, , 
turbine exhaust is made by means of an overhead duct 
Vacuum is maintained by twin steam ejectors. 
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The switchgear car contains the main switchgear, which 


b. of the metal-clad type and houses the indicating and 


ontrol apparatus for the main generator, together with 
hree oil circuit breakers, one generator circuit and two 
‘eeder circuits. The two feeder circuits are brought out 
through each side of the car near the top for connection 
to overhead lines. Auxiliary power supply is provided 
py a 300-kva. unit substation (500-kva. substations are 
sed for the plants with radiator-type cooling). A 12-kw. 
Diesel engine-generator set is located in the car to supply 
energy for operating the boiler filling pump and emer- 
sency lighting. 

' The three cooling tower cars for each of 30 of the 
power plants contain a wood cooling surface arranged 
in two cells. The wooden structure is mounted on a 
steel water basin on the car platform. The cooling air 





is supplied by four fans located in the top of the car and 
driven by direct-connected vertical motors. A vertical 
tirculating pump directly connected to a motor is located 
gn each car for pumping water through the condenser. 





The two radiator-type cars for each of the other ten 
power plants contain cooling equipment consisting of 


tubes and fins assembled in units. Water is circulated 
through the inside of the tubes and air over the outside 
of the tubes and fins. The fans and cooling units are 
so arranged that cooling. air can be recirculated to any 
degree required to prevent freezing of the cooling medium. 
The cooling surface.is arranged so that a part may be 
used for bearing oil and related cooling. The cooling 
air is supplied by eight fans driven by direct-connected 
motors. A vertical circulating pump directly connected 
to a motor is located on each car for pumping water 
through the condenser. 

The crew car contains living and sleeping accommoda- 
tions for the operators. A portion of the car is used 
as a maintenance room and test laboratory. 


5,000-Kw. Trains 


Eight railway cars of the freight type approximately 
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One of the 3,000-kw. power trains on the test track at Berwick, Pa—Shown are the two boiler cars and the turbine car 
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The first three cars are cooling tower cars for a 3,000-kw. train; the fourth is the control car; the fifth the turbine car, and the sixth and 
seventh the boiler cars—Shown also are conveyances for putting coal on the tenders—The crew quarters car is not shown 
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50 ft. long are required to house and support the main 
and auxiliary power plant equipment of the 5,000-kw. 
train. All cars have double walls for all exposed surfaces 
with thermal insulation placed in the inter-wall space. 
Cars No. 1 and No. 2 are for the main steam condenser. 
Car No. 3 carries the main turbine-generator unit and 
switchboard, and car No. 4 the air compressors and the 
boiler feed water pump. No. 5 is the boiler feed water 
car, while the main steam generating equipment is on 
cars 6 and 7. The eighth car is used for a work shop and 
living quarters, for the operating crew. Each train is 
supplied with the essential coal and ash handling equip- 
ment required to operate the power plant. 

The main steam condensers are novel in that air is 
used as the cooling medium. The condenser is designed 
to condense the exhaust from the 5,000-kw. turbine at 
a maximum back pressure of 2 lb. per sq. in., when cooled 
by air at temperatures from minus 40 to 95 deg. F. The 
prime function of the condenser is the recovery of con- 
densate. 

In this air-cooled condenser it is imperative that steam 
be supplied to all the cooling surface; otherwise under 
extremely low ambient conditions ice will form on the 
idle areas leading to blocked and eventually ruptured 
tubes. 

Eight condensing sections are installed on each of two 
cars. Four blowers on each car draw the air from the 
outside through the condenser to a plenum chamber 
at the center and then discharge it upward. Each air 
discharge stack is provided with a hinged cover which 
is normally opened when its respective blower is in 
operation and can be closed when its blower is not in 
operation. This is to prevent recirculation when blowers 
are removed from service on account of low ambient 
temperature conditions. 

_ Each condenset car is equipped with a single-stage 
ejector and an air-cooled after condenser. The chiet 
function of the ejector is to keep air from collecting in 
the condenser sections, resulting in cold spots and pos- 
sible ice formation. 

The condensate dropping from the tubes is reheated 
and deaerated by the incoming steam before it is picked 
up by the condensaté pumps and returned ‘to the boiler. 

The following statistical information applies to these 
air-cooled condensers: 


Peer ah OMEIUOD: NO. WE ci ieee 8 8 La sa A ,000 
Oth tubecemeiage a0: Ghee 6s). s5iiad. 0d able oe sentia 10,500 
Cooling air tnrough condenser, c.fi.m. ............... 800,000 
emma Commensed, 1h, POT FE. oo. oy 5 sco cians ope btn eons 80,000 


Tube material . SNS OMe a Galvanized steel 
Temperature rise of air through condenser at full load, 
90 


deg. F. 

The turbine generator car contains the main turbine 
generator unit, an auxiliary Diesel generator unit, a 
service transformer, and switchgear equipment. 

The main turbine is rated at 5,000 kw. and is designed 
for using steam at the throttle of 600 lb. per sq. in., 750 
deg. F. total temperature, and exhaust at 2 Ib. per sq. in 
The generator delivers power at 6,300/10,900 volts, 50 
cycles, 0.8 power factor, 3,000 r.p.m., and 6,250 kva. 
The generator is equipped with air filters to aid in main- 
taining cleanliness of the machine. 

Power for the train auxiliaries is furnished by the 
750-kva. air-cooled transformer at 380/220 volt, 3-phase, 
- 50-cycle, 4-wire. The transformer is connected ‘to the 
5,000-kw. generator through fuses and is provided with 
a low voltage breaker assembly for motor and lighting 
service. The breaker assembly is mounted within the 
transformer. housing. 

For use in starting up, a 93.8-kva., 75-kw., 380/220- 
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volt, 4-wire, 50-cycle Diesel engine-driven generator 
is provided. 


The totally enclosed metal-clad switchgear contaj 


~-coomstvoomtcnnttitosnenntotoni 


One of the two steam generating cars for the 5,000-kw. trains 





oil circuit breakers for control of the main generate! 
the four high voltage feeder circuits, and high voltag 
fuses for the train service transformer. The circu 
breakers are electrically operated, mechanically trip-fre 
and are rated 600 amp., 15,000 volts with’ 150,000 kv 
interrupting capacity. 

Car No. 4 contains the following auxiliaries: Tw 
3,600 r.p.m. boiler feed water pumps driven by steai 
turbines; one evaporator unit of sufficient capacity ¢ 
supply the required makeup of 2,400 Ib. per hr. of 32 deg 
F. water ; a deaerator to remove the air from the makeup 
a small motor-driven water pump for delivering treate 
water to the evaporator ; one set of water treating equi) 
ment and three 400 cu. ft. per min. air compressors, on 
of which is driven by a direct-connected 100 hp., 50-cycld 
720 r.p.m. induction motor and the pther two driven bh 
turbines through speed reducing gears. The com 
pressors supply air to operate the boiler stokers, co 
spreaders, and soot blowers. There are also an air stor 
age tank, water cooling tower and pump. | 

The boiler feed water car, which is thermally insu 
lated and provided with heating coils, has a feed wate 
storage capacity of 10,000 gal. Each’ feed water car ha 
two motor-driven 225-gal. per min. booster pumps whic 
deliver feed water to the supply line of the boiler fee 
water pumps. ; 

The two boilers car units are essentially duplicate 
and are arranged so that the stoker ends are adjacent tt 
each other. Each boiler car contains a 40,000-Ib. per hr. 
two-drum, bent-tube, water-wall boiler designed for 6 
Ib. per sq. in. gauge, 750 deg. F. total temperature wit 
the feed water entering the economizer at 200 deg. F 
The boilers were designed and built by the Combustio 
Engineering Company. Lae 

The cars are also equipped with a superhéater, 4 
economizer, soot blowers and a locomotive type stoket 
These devices are air operated to minimize the amoutl 
of makeup water. There are also two 9,900 cu. ft. pe 
min. motor-driven forced draft fans and. one two-speet 
46,000 cu. ft. per min. ‘motor-driven induced draft fat 
and the necessary measuring instruments and contr? 
equipment. 

The service car provides living quarters for the opet 
ating crew and space for light repair work. 
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1,000-Kw. Trains 


The 1,000-kw. power trains are all essentially similar. 
They consist of one boiler car, one turbine-generator car, 
one cooling tower car, and coal handling equipment. 
Each car is mounted on two four-wheel trucks. The 
boiler car contains a 16,000-lb. per hr., two-drum water 
tube boiler designed for 420 Ib. and 730 deg. F. The 
boiler is being designed, built, and assembled as a pack- 
age unit on the car by the Babcock & Wilcox Company. 
This car also includes a locomotive type over-feed coal 
stoker, a steam-operated stoker feed engine, a 50-hp. 


' motor-driven induced draft fan, water treating equip- 


ment, an auxiliary steam driven boiler feed pump, a coal 
hopper, and a water storage tank. 

The turbine generator car contains a 1,000-kw., 0.8 
power factor, 350-kva., 3-phase, 50-cycle, 1,000-r.p.m., 
6,300-volt generator which is driven through a reducing 


‘gear by a steam turbine which is designed for using steam 


at 400 Ib. per sq. in. and 725 deg. F. and exhaust pres- 
sures of 2 to 5 in. h.g. absolute pressure. 

The car is also equipped with an 1,100-sq. ft., 3-pass 
semi-radial flow type ¢ondenser with non-divided water 
boxes and a motor-driven condensate pump. The de- 
aerating hot wheel is mounted directly beneath and forms 
an integral part of the condenser. The main boiler feed 
pump is motor-driven. 

Circuit control and protection is provided for by a 
6,300-volt, metal-clad switchgear including oil circuit 
breakers for the two 6,300-volt feeder circuits and the 
main generator circuit. The breakers are rated at 600 
amp., 7,500-volts, 50,000-kva. interrupting capacity. A 
125-kva., 380/220 volt, 3-phase, air-cooled transformer 
connected through fuses to the main generator bus serves 
as an auxiliary power supply. 

A 5-kw., 3-phase, 380/220-volt gasoline engine-gen- 
erator set is used for starting up and for emergency aux- 
iliary power service. The boiler cars and the turbine- 
generator cars, mounting Westinghouse equipment, were 
designed and built by the General American Transporta- 
tion Co. at Chicago. The units built. by the General 
Electric Company are mounted on American Car and 
Foundry Company cars.. The cooling tower cars are 
identical with those used for the 3,000-kw. trains. They 
are built by the American Car and Foundry, Company, 
and the cooling towers were designed and pre-fabricated 
by the Foster-Wheeler Corporation. 


Letter To The Editor 


Some Services 
Should Be Improved Now 


Many things we are doing now will have considerable 
bearing on postwar passenger travel. We are confronted 
with the problem of servicing and maintaining air-con- 
ditioning equipment with a restricted amount of Freon 
refrigerant. All belting, both flat and Vee type, is hard 
to procure, and all mechanical parts and replacéments 
for motors, pumps and other equipment can be ordered 
only on priority ratings. 

On the other hand, ,;we are hauling more people per 
car than ever before, which increases the load on our air- 
conditioning equipment. These people, who, we hope, 
will be our postwar customers, will remember vividly 
every inconvenience they suffer now, from hot cars, poor 
food, and critical or unpleasant employees.» Some will 
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continue to travel and the rest are going to try another 
railroad, bus or private car. 

I am certain that part of this can be overcome by a 
program of education of all employees concerned, stress- 
ing the fact that cleanliness of the equipment, proper 
repairs, if only of a temporary nature, and politeness on 
the part of all employees that contact the traveling public, 
will pay dividends in the postwar travel. 

As for air-conditioning equipment, several years ago 
some preliminary tests were made in changing the ex- 
terior color of passenger cars, but nothing developed from 
these tests. Since the advent of lightweight cars, the 
colors have been changed to lighter shades of gray, blue, 
or aluminum, or stainless steel. With this change in 
color we find increased efficiency in our air-conditioning 
equipment. 

Now that we have to operate every car possible, why 
not try and relieve some ef the solar heat load on our 
older cars with canvas or steel roofs by repainting them 
from the heavy black to a light shade of gray or equiv- 
alent color that will act as a reflector rather than an 
absorber of the heat caused by the bright sunlight. 

I am well aware that this will cost something, but I 
believe if it were computed against the operating cost of 
air-conditioning equipment it would pay for itself in a 
short time. There should be conclusive tests made under 
present-day conditions to ascertain how much change 
this would make in the capacity of the equipment on 
the cars and what improvement in temperature could be 
expected under heavy loads. 


Joun V. Dosss, 


Car lighting and air-conditioning inspector, 
Atchison, Topeka & Santa Fe, 
Albuquerque, N. M. 

























































One of -ten electric locomotives being furnished for the Estra De 
Ferro Sorocabana, Brazil, by the Westinghouse Electric & Manufac- 
turing Company 
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Multi-Purpose Testboard. 


Dry battery charging, circuit testing, tube rejuvenation, 
a variety of field and resistance measurements and cab 
signal comparison tests are all accomplished quickly and 
easily on a testing panel used in the new terminal engine- 
house of the Boston & Maine Railread at Boston, Mass. 
The charging, or rather the reconditioning or rejuve- 
nation of flashlight batteries is accomplished in the six 
clips at A on the switchboard. Dry cells placed in those 
clips automatically make contact, top and bottom, with 
the secondary of a Westinghouse trickle charger which 
will cause a current of from 125 to 300 mills to flow 
in reverse through the batteries. The value of the cur- 
rent depends on the number of batteries in the clips since 
the six sets of contacts are connected in series-parallel, 
in sets of two. The need for reconditioning is indicated 
by a decline in the brightness of the light. To check the 
condition of a battery a single cell is placed in series 
with a 16-ohm resistance and a milliameter. A fresh 
battery will give about 120 mills, and the usual procedure 
is to place them “on charge” when the current value 
drops to 75 mills. The charger will bring them back to 
a 120-mill output in from 20 minutes to an hour. This 


kind of treatment will extend the usual life of a battery. 


about 50 per cent. It can be considerably further ex- 
tended by daily reconditioning of five or ten minutes. 





The Boston & Maine Railroad 
has simplified the electrical 
testing required at an engine- 
house terminal by the use of 
an ingenious arrangement 
of circuits and instruments 


The two bars in the Vee arrangement at B are ener- 
gized with 110 volts a.t. supplied from an all-purpose 
transformer having a number of secondary taps, and are 
used for testing fuses and other devices which can be 
placed easily between them. The same circuit is, carried 
down to the receptacle at C. A portable cord from the 
plug extends the testing circuit to equipment placed on 
the bench. The receptacle has three sockets and the 
plug two prongs. By placing the plug in the center and 
left sockets a 100-watt lamp is connected in series in 
the test circuit. When the plug is moved to the two 
right-hand sockets there is a 1,000-watt lamp in the 








A front view of the test panel showing the train-control amplifier under test 
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ocket to permit of greater current flow. The receptacle 
, also in series with the lamps, serves to extend the 
est circuit to portable equipment which may be brought 
into the shop. The socket at left of E is connected in 
series-parallel with two 250-watt, 32-volt lamps and the 

)-volt tap of the all-purpose transformer, and is used 
for locomotive lamp testing. 

The amplifier tubes shown at F are PJ 2 and PJ 4 

Pliotrons taking a 1.l-amp. filament current at 4% volts. 
hey are amplifiers for Union Switch & Signal uncoded 
ontinuous cab signals and are undergoing rejuvenation 
vhich consists of re-establishing the thorium coating on 
he filaments. The tubes brought in from the locomotives 
are tested for plate emission by connecting them in an 
ac. emission test circuit witha milliameter and a 25-watt 
amp in series with the plate. Exact values of filament 
current are obtained by a small rheostat shown at the 
bottom of the board below the right-hand lamps. 
The instrument G is a milliameter used for measuring 
plate current and the instrument H is an ammeter for 
measuring filament current. For testing plate output 
atube is placed in the socket at the right of E. This con- 
nects it with the filament and plate ammeters, and press- 
ing a button below the socket applies plate voltage to 
the tube. If the output has fallen to 65 mills the ‘tube 
is rejuvenated and brought back to 95 mills as a low 
limit. The procedure consists of “flashing” or applying 
125 per cent of normal filament current for one minute 
without plate voltage, after which the filament current 
is teduced to 75 per cent normal and the tube is baked 
lor a 24-hr. period. The required voltage applications 
are accomplished by the two rotary plug switches below 
the tubes. The cooking voltage on the tube sockets is .75 
tormal and this is raised to 1.25 normal by rotating each 
plug switch consecutively through three positions, which 
in turn shorts out fixed resistors wired in series with 
transformer and tube sockets. 

The instruments J and K are ohmmeters. The one at 
the left is a Weston Model 301, zero to 100,000 ohm- 
meter, and the one at the right is a shop-made instrument 
ieasuring up to 30 ohms, - These instruments are ener- 
gized by three No. 6 dry cells and their circuits are car- 
tied out through a three-point receptacle at the lower 
center of the board to test prods by means of which 
tésistance measurements are made on the bench. 

The Weston farad meter Model 764 shown at /, the 
milliameter L, and the ammeter M are used for train- 
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The test panel is hinged at one end and may be swung out from the wal? to permit servicing of equipment on the back of the panel 








control-equipment tests. The amplifier T brought in for 
test is plugged into the board connections through the 
four-point plug and receptacle P, exactly as is done on 
the locomotive. The output which ordinarily goes to 
the cab signal relay circuit is carried to the milliameter L 
through a 16-ohm resistor which replaces relay coil re- 
sistance. Proper current values indicate correct opera- 
tion of the amplifier. 

For testing the several component parts of an amplifier, 
the receptacles N and O and the selector switch S are 
used. By plugging the amplifier T into the receptacle N 
and the output to O the selector switch may then be used 
for connecting panel amplifier parts known to be good 
in the place of those on the amplifier under test. These 
include a plate reactor, an output transformer, a rectifier, 
and stage connections. Under these conditions the part 
of the amplifier under test is disconnected. To make 
these tests possible there is a receiver bar under the 
bench. The selector switch permits 1% or 5 amp. 
through a dummy rail circuit with the proper rheostat 
and meter in series. In this way each part is tested by 
comparison. The farad meter is used for testing con- 
densers. It has a zero to 10 scale and a five-point switch 
by means of which the scale is divided by 1,000, divided 
by 100, divided by 10, is direct reading, or is multiplied 
by 10. 

The necessary power for testing is supplied by a 32-volt 
d.c. headlight generator mounted on the ceiling and 
driven from the compressed-air line, and a 350-volt d.c. 
dynamometer also mounted on the ceiling and receiving 
its power from the headlight generator. The 32-volt 
power is brought to the panel through a headlight re- 
actor for reducing the commutator ripple. There is one 
of these for the panel and one for the amplifier on test. 
The 350-volt power is also filtered by capacity and 
reactance, as used on the locomotive. The filtering equip- 
ment is mounted in the cabinet R. 

Provision is also made for the testing of receiver bar 
circuits on locomotives, utilizing the panel-mounted am- 
plifier. Wires are run to three enginehouse leads near- 
est the test.panel and these are used to connect the re- 
ceiver coils on a locomotive with the equipment on the 
panel. The push-pull switches at Q introduce capacities 
on the receiver circuit for tuning. 

The test panel was devised by and made up under 
the direction of P. J. Hamman, Diesel-electric foreman, 
of the railroad. 
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Self-Propelled Train 

A “three-in-one” passenger train, driven by a packaged 
electric power unit that can be quickly detached and 
replaced, has been designed by a Westinghouse engineer 
to provide faster, roomier and quieter service for postwar 
commuters. 

Planned for maximum passenger space and easy ma- 
neuverability, the train will be made up of three articu- 
lated, or interlocking sections: a passenger car at each 
end and a compact, walled-off compartment in the center, 
containing a Diesel engine, electric generator and control 
equipment. 

No overhead wires are necessary since the power pack- 
age contains all that is necessary to furnish power for 
the electric motors which drive the train. Operator cabs 
at either end enable the train to be driven in and out 
of station terminals without involved switching delays. 

The train has been designed by A. H. Candee, trans- 
portation engineer, Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa. He offers the 
following reasons for its application: “A train of this 
type will do much toward speeding up traffic in con- 
gested terminals. When a locomotive-hauled train enters 
a terminal station having dead-end tracks, it must be 
backed out and turned around, then backed into the sta- 
tion before it may be used for outbound passengers. This 
usually involves eight separate switching movements 
before the inbound train is ready for its outbound trip. 
But with a train containing its own driving power and 
with control compartments at either end, the number 


CONSULTING 


Roll-Out Battery Boxes 


W ould tt be practicable to mount passenger-car battery 


boxes on rollers to permit drawing the batteries out for, 


flushing, cleaning and inspection? 


Disadvantages 
Outweigh Advantages 


No doubt there are some advantages in having battery 
boxes so constructed that they can be rolled out for serv- 
icing and inspection of cells; but when all of the angles 
of this question are considered, the disadvantages of such 
an arrangement will probably outweigh the advantages. 
Some of the disadvantages are: 

First, the problem of placing the battery in such a box 
or removing it from the box. The top of a roll-out box 
would be about 44 in. above the rail, which would mean 
lifting the trays vertically about 6 ft. and then lowering 
them into the box. This is certainly not a manpower job 
and would have to be done with a crane truck. This in 
itself would confine battery changes to yards equipped 
with such trucks. . 

Second, there is a very distinct possibility of damage 
to cells and trays when being handled with a crane truck, 
especially when fitting them into a box having close 
clearances such as we have today with large batteries 
in standard battery boxes. 

. Third, while the long connections inside the box could 
be eliminated, it would be necessary to provide one long 











of movements is reduced to two in entering and leavi1 
the station. : 

“The power unit of such a train can easily be remove 
for repairs. When the equipment shows signs of nee( 
ing overhauling, the train is driven to the shop wher 
the ‘power -package’ is lifted out and another substituted agen 
This will enable railroads to keep a maximum numbep* 
of trains in service, while making repairs where the 
can be done most economically. 

“Future passengers on the train will ride with ; 
minimum of noise and vibration, since the Diesel enging tical 
and electrical equipment will be isolated from the pas§'*** : 
senger cars in a virtually sound-proof compartment. onsider: 
walled passageway around the engine will enable pa§ phere 
sengers to move easily and safely from one car t®. adqy. 
another. “tat Dis of 

“Power can be drawn from the unit as it is needed iig pb 
This means that besides driving the train, the power unico th 
can supply all the electricity that is necessary for aif j wor 
conditioning, modern lighting, air cleaning, water cooler J, orc 
and other electrically-operated conveniences. In addif.y con: 
tion, the power supply is increased in direct. proportiol [nde 
to the number of units that are coupled, since each uni out 
contains its own ‘power package.’ As a result, the train. type 
can travel at the same speed no matter how many carg.. wou 
are in the train. At lez 

“Many suburban passenger cars now operating on yeight 1 
American railroads could be adapted to this type of train§ terhox 
The use of a separate power cab means that these car poj]-< 
need not be scrapped, but can be converted to self-profion cos 
pelled trains at a minimum expense.” To be 
ery ou 
fifficult 
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* ; Somethi 
Mow 
Can you answer the following question? Answers should be ar bui 
addressed: Electrical Editor, Railway Mechanical Engineer, wae th 
30 Church Street, New York 7, N. Y. a 
buildin, 
Should passenger car roofs be finished in light we be 
colors to reduce the sun load on the air-conditioning ttery 
systems? More detailed comments concerning this use of | 
question are included in the letter which appears on I de 
page 307 of this issue under the title, “Some Services change 
Should Be Improved Now.” type 
after t 
s the ba 
oe The 
exposed connection on each end of the box to permit itsfto wh 
being pulled out. Such external leads would be where icing 
they could be easily damaged by flying rocks, etc. that it 
Fourth, there is a problem of pulling out the battery §cation 





box, especially when the entire battery is placed in one 
box. Batteries are normally flushed about every thirty 
days, at which time terminals and leads are checked. 
I seriously doubt the possibility of manually rolling out 
the box after it has accumulated dirt and rust for 30 days 
with the rolling mechanism in one position. Assuming 
that the rollers and track are in perfect condition, ™ 
would certainly be more than a one-man job to move the 
loaded box in and out. With our present boxes, especially 
those having horizontally split doors, it is a one-man job 
to flush and inspect any battery. 

Fifth, there is the problem of trays sticking to the 
bottom of the box. There is no reason why tracks would 
not stick just as tight in a roll-out box as they would 
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our present boxes than it would be in a roll-out box 


here there may be no way of using a pinch bar. 


Everything considered, I do not believe the roll-out 


pe of box has much to offer except the possibility of 
loser terminal inspection. 


L. J. VERBARG, 
Air conditioning engineer, 
Missouri Pacific 


ractical 
fonsiderations Say No 


There is no doubt that a roll-out box would offer cer- 


hin advantages such as those referred to in the April 
sue of Railway Mechanical Engineer. However, there 
ould be disadvantages which might, in our opinion, 
fiset the benefits gained. Briefly these are as follows: 


It would necessitate more help for flushing batteries. 
In order to roll the battery out on rails, longer battery 


nd connections or car leads would be required. 


Under the present arrangement, batteries are flushed 
ithout waiting for trains to be made up. With a roll- 


but type of box, yard forces would have to be certain the 
ar would be available for a longer period of time. 


At least four rails would be required which would add 
eight to the car and would increase the length of the 


nterbox connector between the two groups of four trays. 


Roll-out boxes would increase maintenance and inspec- 
ion costs as regards mounting arrangement. 
To be practical, it would be necessary to roll the bat- 


ery out beyond the side of the car, which would be 
lificult where batteries are now located under center sills. 


K. F. Nystrom, 
Mechanical assistant, chief operating officer, 
Chicago, Milwaukee, St. Paul & Pacific 


mething for New Cars 


Mounting is a practical idea that can be developed by 
at builders and engineers of car construction on new 
ars that are to be constructed after the war. When 


building of new cars was stopped by the war, some steps 


had been taken toward this feature by the extension of 
battery cable outside of the boxes. This eliminated the 
use of rigid conduit to the box to carry the battery wire. 

I do not believe the expense would warrant such a 
change on cars already built unless they were of the latest 
type. ‘The change on such cars could be accomplished 
aiter the redesign of hangers or suspension members of 
the battery boxes were developed for new cars. 

The future of such an idea rests on the proposition as 
to whether such a development will cut down the serv- 
ing time of batteries in terminal yards to the extent 










that it will warrant the added expense of such an appli- 
tation when cars are built. The question: is, will im- 
proved battery maintenance and. the time saved in servic- 
ing batteries over a period of years compensate for the 
expense of development and application of the roll-out 
ype of battery box. 

If the boxes were developed’so that they could be 
tolled out and a lift truck run under the box and the box 
with batteries fixed so that they were interchangeable, it 
would facilitate battery changes on streamline trains 
where the lay-over period is short and there is not ample 
ime for battery charging. To do this it would be neces- 
‘aty either to carry an extra battery box or two on hand 
with extra sets of batteries so that they have the same 
‘apacity as those on such cars. 

In my opinion, now is the time to develop this and all 
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other such ideas so that when construction of new cars 
is started again such ideas can be incorporated in such 
cars. 

J. V. Dosss, 

Car lighting and air conditioning inspector, 
Atchison, Topeka & Santa Fe 


Might Be Good for 
Batteries With Screw Filler Caps 


Roll-out battery boxes may provide some convenience 
in the flushing of battery cells which have screw filler 
caps, but I do not believe ‘the additional weight and ex- 
pense would be justified where the boxes house cells 
having hinged filler caps which can be readily opened 
and closed with the filler nozzle. 

C. P. TAYLOR, 
Electrical engineer, 
Norfolk & Western 


Further Study Required 


I believe that some method of facilitating battery serv- 
ice would be highly desirable. I think, however, that 
the roll-out type box would present mechanical difficulties 
which would require considerable study before the ar- 
rangement could be worked out in a way which would 
accomplish the purpose intended, and at the same time 
provide the necessary security. : 


Wa ctTER B. DEAN, 
Executive engincer, 
Edward G. Budd Manufacturing Company 


* 


* 


* 





Mobile transmitter and receiving unit that will be used in the tests of 
high frequency radio in the operation of trains by the Baltimore & Ohio 
and the Bendix Aviation Corporation—The Federal Communications 
Commission has granted permits for the installation of transmitting sets 
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General Committee Approves 


Mechanical Division Reports 





R. G. Henley, 
Acting Chairman 


A two-day annual meeting of the Association of Ameri- 
can Railroads, Mechanical Division, for full membership 
attendance, scheduled for June 23 and 24 at the Hotel 
Jefferson, St. Louis, Mo., was postponed about two 
weeks in advance of that date. At that time it was hoped 





A. C. Browning, 
Secretary 
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V. R. Hawthorne, 
Executive Vice-Chairman 
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In session at St. Louis on 
June 23 and 24, it released 
work of thirteen committees 
prepared for discussion at 
cancelled membership meeting 
























that conditions might permit calling this important gath 
ering of railway mechanical department officers at so 

later date in 1944, Uncertainty regarding the feasibili 
of this plan, and particularly the need for prompt actio 
on a considerable number of committee recommendatio 
bearing directly on more efficient equipment maintenan 
and use under war conditions, resulted in a final & 
cision to give up all idea of a member meeting of th 
Division this year and, in lieu thereof, have the co 
mittee reports formally passed on and released prompt! 
by the General Committee. 

To accomplish this objective, the General Committ 
held its meeting on June 22 at St. Louis, as scheduled 
for the consideration of the regular docket of Mechanic 
Division business, and extended the meeting to the ne 
day, June 23, when committee chairmen were invited t 
be present and submit their reports. Abstracts of the | 
committee reports and the action taken regarding ead 
are included in the following pages. 

R. G. Henley, general superintendent motive powet 
Norfolk & Western, continues as acting chairman of th 
General Committee. Other members of the committe 
are W. H. Flynn, general superintendent motive powé 
and rolling stock, New York Central; C. B. Hitch, chie 


W. I. Cantley, 
Mechanical Engineer 


Rail Mechanical Engi 
allway ec JULY 





echanical officer, Chesapeake & Ohio; O. A. Garber, Report on 


hief mechanical officer, Missouri Pacific; H. W. Jones, 
hief motive power, Pennsylvania; J. M. Nicholson, as- Car Construction 


jstant to vice-president, Atchison, Topeka & Santa Fe; Lightweight Steel Sheathed Box Cars and 
> O. Christy, general superintendent equipment, Illinois H 
’ ; : : opper Cars 
entral; H. B. Bowen, chief motive pewer and rolling ; 
ock, Canadian Pacific; A. K. Galloway, general superin- The development of lightweight designs for general service box 
dent motive power and equipment, Baltimore & Ohio; 2nd hopper cars, making use of high-tensile, low-alloy steel, 
H. Urbach, mechanical assistant to executive vice- Tivéted or welded construction, in collaboration with the ARCI 


on resident, Chicago, Burlington & Quincy; B. M. Brown, white Ad Design hip onare nay rns rage deferred nord 

ral superintendent motive power, Northwestern Pa- ee ee en Se S eee, See 

ied -- te : ment of composite emergency car designs, and the volume of 

fic, and J. Gogerty, general superintendent motive other important engineering matters to which the railroads and 

ees gwer and machinery, Union Pacific. V.R. Hawthorne car builders were required to give preference in the furtherance 
executive vice-chairman of the Mechanical Division, of the war effort. 

at nd W. I. Cantley, mechanical engineer. As the result of a special assignment, the ARCI is completing 
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the design of a lightweight merchandise car for high-speed serv- 
ice. This car is of the box type of high-tensile low-alloy steel, 
welded and riveted construction, having inside length of 50 ft. 
6 in., inside width of 9 ft. 2 in. and inside height of 10 ft. 5% in. 
The Committee on Car Construction is cooperating in the devel- 
opment of this design. 

With the increased availability of aluminum, greater interest is 
being. shown in the development of hopper-car designs using 
aluminum alloys with resultant reduction in weight and increase 
in pay load. To date, one complete design for 50-ton nominal- 
capacity hopper car of aluminum construction has been submitted 
for consideration under the provisions of Interchange Rule 3. 


Composite Freight Cars 


The 1943 Annual Report, Circular D. V.—1049 included the 
list of composite car designs, developed in collaboration with the 
Freight Car Design Committee of the American Railway Car 
Institute. | 

A design of 50-ton, composite gondola car with drop ends as 
shown on A.A.R. drawing No. 5623-B was subsequently added to 
the list of general dimensions as shown below: 


Dee. “TEGO. stick cs cbs e5'e0-000teseaekes 48-6 
NN RR OSES ae). “Pane etre 9-2 
DD, OMIM 5a ba See ease a aee ee aed 3-0 


As a result of requests from certain member roads who desired 
to deviate from the corner post construction and sheathing appli- 
cation at the side sill and side plate, as shown on general arrange- 
ment drawings for composite box cars, A.A.R. Plates 1550 and 
1551, covering 40-ft. 6-in. and 50-ft. 6-in. cars, respectively, alter- 
nate arrangements were developed and circulated to member roads 
and car builders with the Executive Vice-Chairman’s letter of 
Sept. 9, 1943: 

(a) A.A.R. sketch dated 8-11-43 showing W section corner post, 
with 2-in. by 2%-in. by 4-in. angle, for attachment of sheathing, 
as a substitute for Z-bar corner post. 

(b) A.A.R. Plate No. 1572, showing modified application of 
sheathing and flooring at the side sill, and sheathing at the side 
plate. 

The alternate arrangements, which involve the use of some 
additional steel, were approved by the War Production Board as 
substitutes for the construction shown on the A.A.R. plates. 

Specifications and drawings will be prepared covering the 
recommended manner of converting composite cars (particularly 
box and hopper) to all-steel construction at some future time 
when necessary materials are available. 


Victory Cars 


The composite car designs were continued as emergency stand- 
ards until the latter part of 1943 when changes in the steel situa- 
tion permitted reversion to all-steel construction to a limited 
extent, with the stipulation that the designs would be modified 
to reduce the amount of plates and sheets used. For this study, 
A.A.R. Standard and Accepted Designs were used as a basis, all 
concerned being in agreement that for cars of riveted open-hearth 
steel construction, these designs represent the most economical 
and efficient use of materials and any reduction in the thickness 
of plates or sizes of shapes would be at the sacrifice of strength 
and service life, therefore any saving in the amount of steel used 
would be accomplished through the substitution of rolled shapes 
for plates and sheets where this could be done without detracting 
from the strength or serviceability. 

The resulting designs designated as Victory cars, after approval 
by the War Production Board, were released to member roads by 
President J. J. Pelley, under dates of Jan. 28 and Feb. 12, 1944, 
and are intended to be followed until the material situation is 
further relieved.* General arrangement, A.A.R. Plates 1500-D 
and 1501-D, are modified by substitution of longitudinal steel 
floor stringers between bolster and end, of car as shown on 
A.A.R. Plate 1-1542 in lieu of diagonal braces. 


Troop Cars 


The committee reported that the last of the 1,200 troop sleeping 
cars built by the Pullman-Standard Car Manufacturing Company 


*A list of the so-called Victory cars was published in the Railway 
Mechanical Engineer of March, 1944, page 145. 

¢ The troop sleeping cars were described in the October, 1943 Railwa 
Mechanical Engineer, page 450; the kitchen cars, in the December, 1943, 
issue, page 579. 
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and the 400 kitchen cars built by the American Car and Foun 
Company, were completed in March and April, 1944.7 hese m 

The emergency sub-committee and cther members of the Comfised drz 
mittee on Car Construction were continually in touch with ¢§fl sizes 


design and building of these cars and a number of special cofhanging 
ferences with the builders and representatives of Defense Plafrom 1% 
All A 


Corporation, War Production Board, Office of Defense Tra 
portation, and others, were held, including inspections and tr 
runs of sample cars. The emergency sub-committee also partij 
pated in the formulation of instructions governing the operation 
these cars and the special equipment and facilities which it y 
necessary to provide. 


Freight Cars Ordered May 1, 1943, to May, 1, 19 


Since 1936 your committee, each year in its annual report, | 
made a statement of the freight cars ordered during the precedi 
year. Sufficient detail is given in these statements to indicate ¢j 
extent to which the members were following A.A.R. standardi 
tion for these cars. & 

An.analysis of the box and hopper cars is presented in the tab) 








Box, Auto-Box and Hopper Cars Ordered May 1, 1943 
May 1, 1944, Classified According to Their Relation § 
A. A. R. Standards 








A. A. R. throughout: 


Box and auto cars 















_special types. All of the former were built with standard Z-sec 







+a: dace etadeann thew ats waEe « athn a-0:9 0144s 00.6 10,550 
I 6 aay ix iard a6 6 a 0 aS pO EAe 416 co Das 60:0. 4:0'5"% 0,6 8,385 
A. A. R. throughout except for variations in dimensions: ypes, nc 
ee ee ee Pe eee eee So eee 3.4058) an 
RUMI ac. csoie 5000.00 9516-4 SRE Sulintntce: «ORES 6, 4\6 6.6.6 0/00 100 he was 
. A. R. composite emergency designs: widths 
a rr oR ee 2,025 ill b 
ROIIOE  o.oo.5's.c 00s ness eR Re SEES + 60.00.00: 3,529—Wilt DE 
A. A. R. composite emergency designs, except variations ir of box 3 
dimensions: 
ee rrr ee a ee ee ee 1,05( 
IEE. 6. « 6 5.6'0-0'0.0:0ie-n'e.0 SRE TR a eee Oa Nid © 006-0 5000 ee 
A. A. R. throughout, except floating center sills: 
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— the foll« 
* Dimensions also vary from standard on these cars. 1 
** 2,900 of these cars also have the standard center-sill section. i 
60 in. n 
require 


In addition to the above cars, 640 refrigerator cars were order for Reg 
during the same period. One hundred are A.A-R. standard aif nut 
340 more include the Z-section center sills and trucks with 2534-7) dec 
center-plate height. 

Of the 5,590 gondolas ordered during the same period 2,679, 
are of the A.A.R. emergency designs, and an additional 1,635 
non A.A.R. emergency design have the standard Z-section cent 
sills and truck-center plate heights of 2534 in. Of the remaindeg; 
1,000 have floating center sills. 

Of the 1,258 flat cars ordered during the period 1,050 were 
the A.A.R. emergency design and the truck center plates of t 
remainder were 25% in. high. 

Orders were placed for 100 stock cars and 775 other cars 3_(, 
to incl 
shoe e! 
Reason 


Y motion 
Side Frames and Bolsters (b) 


During the past year two new designs of side frames and threg Per 
new designs of bolsters have been approved for use in interchangé depth : 
service. (c) 

One additional application for approval has been received ang 8° 
this application is still pending. It covers an inboard roller beat head t 
ing design of high-speed truck, Grade B carbon steel, 50 ton Reasor 
capacity, offered by Timken Roller Bearing Company. Other shoe. 
wise the list of applications pending remains the same as reporte 
last year. Most of these pending applications continue to be © 
classified because the manufacturers, for various reasons, hav4 
not been ready to proceed with tests. 


tion center sills and 2534 in. center-plate height. Of the latte 


275 had the standard center-plate height. 
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Waste Retainer Ribs in Journal Boxes e 

Application of waste retainer ribs as shown in 1943 annua§ the fz 
report was adopted as standard practice by letter ballot. Subse] brake 
quent investigations indicated the desirability of making somq 6_<¢ 
modifications in the dimensions of these ribs to avoid conta shown 
with any part of the axle under certain operating condition from | 
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ind Foun 
hese modifications which are shown by the accompanying re- 
of the Cofpised drawing, consist of reducing the dimension B for boxes of 














































































































ch with (ii sizes by % in. and for the Class F 6%-in. by 12-in. box, 
special cafhanging dimension A from 8% in. to 85% in. and dimension D 
sfense Plafrom 1% in. to % in. 
ense Tram All A.A.R. journal-box drawings, both integral and separate 
ns and tr 
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10.58 Revised dimensions of waste-retainer ribs 
8.385 


ypes, now included in the Manual, are being revised to incorporate 
he waste retainer ribs. In view of variations in the overall 

widths of boxes, dimension A for the respective journal sizes 
: 208 will be adhered to and dimension D modified to suit the width 
ir "If box in each case. 


3,405 
100 


1,05¢ 


Brake Beams 


This subject is now under the jurisdiction of the Committee on 
Car Construction and the sub-committee appointed to handle all 
‘matters pertaining to brake beams and their suspensions submits 
the following recommendations : 

1—Change the distance, center to center, of brake heads from 
60 in. minus % in. plus 0 to 60 in: plus % in. minus 0. This will 
require revision of Section III, Para. ¢a) of the Specifications 
for Repairs to Freight Equipment Brake Beams to read: “* * * 
must not be less than 60 in. nor more than 60% in.” Reason: 
To decrease lateral pressure between flange of wheel and brake 
shoe, with resultant decrease in wear on flange of wheel and toes 
of brake head and reduce lateral strains on brake beam and 
suspensions. 

2—Change width of brake-shoe key slot in brake head from 1% 
in. plus %4 in. minus % in. to 1%¢ in. plus %, in. minus \%g¢ in. 
The gage shown on page B-10-1940 of the Manual is to be 
changed to suit. Reason: To decrease lateral motion between 
shoe and head and Aransfer part of the force from the shoe to 
the key instead of on the toes of brake head also to reduce wear. 

3—(a) Change A.A.R. brake shoe gage shown on B-12-D-1938 
to include a no-go portion for gaging, the width of the brake 
shoe end lug, limiting the width at the bottom to 11%» in. 
Reason: Present drawing gives no minimum dimension. Lateral 
motion between shoe and head should be controlled. 

(b) Change the taper of brake shoe end lugs to agree with the 
5 and threg ‘aper of the head. Reason: To provide uniform bearing, entire 
interchangg “pth of lug. 

(c) Change A.A.R. brake head gage B-10-1940 to include a 
no-go portion for limiting the maxium distance between brake 
head toe walls to 11%g¢ in. at the top and 1%g¢ in. at the bottom. 
Reason: To reduce lateral motion between brake head and brake 
shoe. 

4—Change the end stops on the brake shoe engaging with the 
top and bottom brake-head toes from %g in. to % in. high. 
Reason: When the brake head was last revised, the bearing 
surface on the toes was increased but the end stops on the brake 
shoe were not changed to correspond. 
oxes 5—Eliminate the alternate design of cross section at center of 

brake shoe. Reason: The projection at the center will wear on 
943 annua¥ the flange of the wheel and decrease the lateral motion of the 
ot. Subse¥ brake beam. 
king soM@ 6 Change the dimensions of the gage for the strut-pin hole 
oid conta¥ shown on page B-12-A of the Manual as follows: On no-go end 

conditions$ from 1549 in. plus .005 minus .000 to 1%¢ in. plus .002, minus .002, 
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and on “go” end from 1% in. plus .000, minus .005, to 1% in. 
plus .002, minus .002. Reason: Pins made from 1%p-in. stock 
will not fit in 152-in. hole. 

7—Change the radius on the ends of the pads on the back of the 
brake shoe, top and bottom, from %g¢ in. to % in. Reason: To 
square this surface and provide bearing area for contact with the 
brake-head-toe tie bar. 


Welding of Truck Side Frames and Bolsters 


Upon instructions from the Committee on Car Construction 
and in Mr. Browning’s letter of August 5, 1942, a special sub- 
committee on Welding of Truck Sides and Bolsters undertook to 
determine, through tests of welded cast-steel truck side frames, 
if the present limitation’ of welding cracks and fractures only 
when the area of crack is less than two-fifths of the area through 
the section at the point of fracture, as now covered by Rule 23, 
page 93, of A.A.R. Code of Rules, can be extended to 100 per 
cent fractures, welds to be performed by eithér the shielded-arc 
electrode or oxyacetylene process. 

New U-section 50-ton cast-steel truck side frames, all of the 
same pattern, cast from the same heat and annealed at the same 
time, were used for these tests-in order to secure comparable 
results. The pattern selected was one which had been previously 
subjected to dynamic fatigue tests. 

Twelve new side frames, New York Central pattern F-6788, 
Symington-Gould pattern TF-5205, were selected for this test 
and purchased from the Symington-Gould Corporation. Examina- 
tion of results of previous dynamic fatigue tests of this frame pat- 
tern showed that the weakest section was the left tension member 
approximately as the point where the bracket joins the journal 
box and tension member, and accordingly all welds in the test 
frames were made at this location. Six of the test frames were 
given 100 per cent fractures and six were given 40 per cent frac- 
tures at this location, and these frames were welded as follows: 


1 frame 40 per cent weld, oxyacetylene Oxweld 

1 frame 40 per cent weld, oxyacetylene Airco 

2 frames 100 per cent weld, oxyacetylene Oxweld 
2 frames 100 per cent weld, oxyacetylene Airco 

3 frames 40 per cent weld, electric 

3 frames 100 per cent weld, electric 


The oxyacetylene welds were all made at the New York Central 
reclamation plant at Ashtabula, Ohio. Oxweld welding wire 
No. 32 was used on three of the frames and Airco welding wire 
No. 1 was used on the remaining three frames. The electric 
welds were made at the Erie reclamation plant at Meadville, Pa., 


» all with Lincoln Electric Company’s Fleetweld No. 3 electrode. 


After welding, the frames were normalized in a car bottom 
furnace equipped with pyrometers by slowly and uniformly heat- 
ing the castings to a temperature of from 1,500 to 1,600 deg. F., 
allowing two hours to bring to this temperature, and then holding 
at this temperature for a period of 1 hr. 30 min. The car bottom 
was then withdrawn from the furnace and the castings allowed 
to cool in still air protected from strong draft or rain. Tram 
measurements were taken from each side frame at the front, 
bottom and rear of the left tension member before the frames 
were cut through the section, after being cut, after welding, and 
after normalizing. 

After the side frames had been normalized, they were returned 
to the Symington-Gould Corporation, Depew, N. Y., where the 
frames were sandblasted to remove all normalizing scale and sub- 
jected to a dynamic fatigue test under the observation of a repre- 
sentative of the joint sub-committee. 

The first frame tested failed through the right tension member 
at 187,182 loadings through a crack at this location which devel- 
oped at 138,600 loadings. 

The next eight frames failed through transverse cracks in the 
top of either the right or leit journal-box roof at the junction of 
the journal box and tension member at varying loadings. 

The original welds were not disturbed or affected by any of 
these ten tests and it was decided to have the cracks which devel- 
oped in four of the 100-per-cent weld frames, including the critical 
cracks at the junction of the journal box and tension member, 
welded and the frames returned for further dynamic fatigue 
tests. Accordingly, Frame Serial 1944, Test 210-F-283, and 
Frame Serial 1945, Test 211-F-281, were sent to the New York 
Central reclamation plant at Ashtabula where the cracks were 
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welded by the oxyacetylene process, using Oxweld No. 32 weld- 
ing wire. Frame Serial 1941, Test 202-F-282 and Frame Serial 
1949, Test 204-F-284, were forwarded to the Erie reclamation 
plant at Meadville where the cracks were welded by the electric 
arc process, using Fleetweld No. 5 electrode. After the welding 
was done all frames were normalized according to the schedule 
above referred to and the frames returned to Depew, N. Y., for 
further tests. 

Frame 1945, Test 214-F-285 (second test number), failed in 
final test through a crack developed at 72,300 loadings at the 
junction of the left-hand tension member and the journal-box roof ; 
the test was discontinued at 170,254 loadings. In the first test 
this frame failed at the junction of the right-hand tension member 
and journal-box roof. 

The first critical cracks in Frame 1941, Test 215-F-286 (second 
test number), and Frame 1949, Test 216-F-287 (second test num- 
ber), developed in the right bolster columns at 108,500 and 
165,000 loadings, respectively, and the tests were discontinued at 
212,524 and 193,440 loadings, respectively, without complete fail- 
ure of frames. Frame 1944, Test 213-F-288 (second test num- 
ber), developed its first critical crack in the front wall of the 
right-hand tension member at 129,400 loadings and the test was 
discontinued at 230,060 loadings without complete failure of the 
frame. 

In all, thirteen dynamic fatigue tests were made and in no case 
did any failure occur through the welds, though in test 213-F-288 
a crack developed at 129,200 loadings in a slight depression adja- 
cent to the weld on the back flange of the left-hand tension 
member but had no depth and progressed only % in. during the 
remainder of the test. 


Recommendations 


In view of the results of these tests, it is recommended that: 

1—Interchange Rule 23, page 93, be revised to permit welding 
of cracks, regardless of length or depth, or fractures in any 
U-section cast-steel side frame which bears a casting date later 
than 1926. The physical test requirements of A.A.R. side-frame 
specifications were increased approximately 50 per cent in 1926, 
and it is our opinion that the present limits should apply to all of 
the older designs. 

2—Welding may be performed by either the shielded-arc- 
electrode electric process or the oxyacetylene gas process. For 
welds made by the oxyactylene process the welding wires used 
shall be Oxweld No. 32 or Airco No. 1 or equivalent. 

3—In the preparation of frames for electric arc or oxyacetylene 
welding the oxyacetylene gouging nozzle shall be used, and the 
frame sections to be welded shall be preheated. 

4—After welding, side frames must be normalized in a furnace, 
using pyrometers or other satisfactory temperature measuring 
devices, by slowly and uniformly heating the casting to a tem- 
perature of from 1,500 to 1,600 deg. F., allowing at least two 
hours to bring to this temperature, and holding casting at this 
temperature for from 1 hr. 30 min. to 2 hrs. The casting should 
then be removed from the furnace and cooled in still air, pro- 
tected from strong drafts, rain or snow. In no case should any 
casting be quenched in water or other liquid medium. 

5—All side frames reclaimed by welding must be legibly 
stamped in accordance with Section A, General Regulations, 
Paragraph 7. 

Nore.—Detail data on which the above report is based is avail- 
able in the office of the secretary of the Mechanical Division. 

With the acceptance of the above report the Sub-Committee 
on Welding recommends that the following modifications be 
made in the Regulations and Limits for Fusion Welding and 
Bronze Welding: 


Section B, Cast-STEEL Truck Sipes—PAGE L-8 
OF THE MANUAL 


Proposed Form.—Building up worn surfaces and the welding 
of cracks or fractures at any location is permissible regardless 
of extent of section failure provided the frame is of U-section 
design and was manufactured, as indicated by foundry marks 
cast on same, later than 1926. 

Weld material used for either the oxyacetylene or electric arc 
process must conform to Section B, Paragraph 2; and prepara- 
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tion of cracked sections for welding must be made by use of tf 
oxyacetylene gouging nozzle to form a U-groove preparation, 
Sections must be preheated before welding is started and no 
malized after welding has been completed, in accordance wif 
Section A, Paragraph 6, and legibly marked in accordance wig The a 
Section A, Paragraph 7. Associatl 
Only regular qualified welders of record must be permitted pf locom 
perform this work. ests Tec! 
Heat treatment is not required for welding performed withigiO” wit 
the shaded area shown in Fig. 14. ment, the 
Effective as of date specified in Interchange Rule 23, the builgmttee © 
ing up of worn surfaces and welding cracks or fractures will ip! these 
prohibited on truck sides having T- or L-section compressig pnd will 
or tension members. Manual 
If the foregoing is approved by letter-ballot action, correspon @’ otives 
ing modifications will be incorporated in Interchange Rule 23, tom the 
Due to the fact that a great deal of difficulty is experiencat® TeV" 
in deciphering welders’ identification marking required on tru¢ the latte 
side frames, bolsters and couplers, it is recommended that Parg There 
graph 7 of Section A of the Welding Regulations be modifegtte indin 
by the addition of the following wording: “surface of part to jgihese de 
smoothed off by grinding or other means before stamping.” been un 
If modification of Paragraph 7 of Section A of the Weldingtender 
Limits and Regulations is approved, it is recommended tha 1—Sti 
Paragraph (gi-9) (couplers and yokes) of Section C of Inter balance 
change Rule 23 be similarly modified. Irom re 
It is believed that periodic normalizing of cast-steel truck slidj 2—Im 
frames and bolsters in service under freight equipment cars whegsteam, < 
undergoing heavy repairs, would be of material benefit from ty 3—Im 
standpoint of increasing the service life of these parts. This igcations. 
submitted for further consideration of interested Mechanic 4—Ir 
Division committees. 5—Im 
over-firt 
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Rule 3—New Designs of Freight Cars 


During the period May 1, 1943, to May 1, 1944, the following 
designs of freight cars have been reviewed in accordance with 
the provisions of the first paragraph of Interchange Rule 3 an 
approved for interchange service. 

Defense Plant Corporation: Design of well-type flat car, simila 
to design built some time ago by the Pennsylvania: Total numbe 
of designs, 1; total number of cars, 8. 

Submissions to Committee on Car Construction account tank 
car applications subsequent to tabulation dated May 1, 1943: 

American Car and Foundry Company: (Application No. 3918) 
construction of car structure, including anchorage, to be used for 
transporting 15 one-ton chlorine containers: Total number of de} 
signs, 1; total number of cars, 5. 

American Car and Foundry Company: (Application No. 3963), 
construction of car structure, including anchorage, to be used for 
transporting 15 one-ton chlorine containers: Total number of 
designs, 1 ; total number of cars, 1. 



























Definitions and Designating Letters for Cars 


The following definition and designation is submitted for : 
new type kitchen-pantry car: 

DKP—A car provided with facilities for cooking and pre 
paring food for passengers, the food to be served outside the cat. 
The car may be one of a group operated articulatively with trucks 
common to the group. 

The report was signed by E. P. Moses (acting chairman) ét- 
gineer rolling stock, N. Y. C.; R. B. Winship, mechanical engi- 
neer, Can. Pac.; J. McMullen, consulting engineer, Erie; R. D. 
Bryan, mechanical assistant, A. T. & S. F.; J. A. Gower, assist: 
ant mechanical engineer, Pennsylvania; W. A. Pownall, assistatt 
to general superintendent motive power, Wabash; C. A. Jordat, 
acting engineer car construction, C. & O.; L. H. Kueck, assistant 
chief mechanical officer, Mo. Pac.; J. K. Peters, mechanical 
engineer, D. & R. G. W.; H. L. Holland, engineer car constru- 
tion, B. & O.; L. R. Schuster, engineer car construction, Sou 
Pa.; T. M. Cannon, engineer car construction, C. M. St. P. & P, 
and F. J. Jumper, general mechanical engineer, U. P. 
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The report was accepted with the exception of the proposal to 
eliminate the alternate design of brake-shoe in the section of tM 
report on brake beams, which will, therefore, not be submitted 
to letter ballot. 
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The activities of your committee since the last meeting of the 
Association have been confined largely to counterbalance tests 
srmitted pf locomotives for high-speed service, which resulted from Toad 
ests recommended and sponsored by this committee 1n conjunc- 
‘ion with the Committee on Relations between Track and Equip- 
sent, the Committee on Locomotive Construction, and the Com- 
mittee on Locomotive Counterbalance Standards. The results 
f these tests are covered in a joint report of these committees, 
and will be available to the member roads about July, 1944. The 
Manual of Recommended Practice for Counterbalancing Loco- 
orrespongmotives is being rewritten to embody the information gained 
Rule 23, from the study of the test data obtained through road tests, and 
xperience the revised Manual of Recommended Practice will be available 
1d on truce latter part of 1944. é 
that Parg There is a great deal of development work being carried on by 
e modifiegthe individual railroads, and your committee has closely followed 
part to ythese developments, but on account of other urgent work, has 
ying.” freen unable to get together to make formal investigation and 
e Weldingtender a report. 
ended th 1—Study of existing locomotives and improvements in counter- 
~ of Intergbalance that can be made by application of results now available 
from recommendations shown in counterbalance manual. 
truck sli 2—Improved cylinder design to effect economy in the use of 
cars whegsteam, and increased capacity of existing locomotives. 

3—Improved performance resulting from poppet valve appli- 
cations. 
4—Improved drafting of locomotives. 
5—Improved combustion of locomotives having to do with 
over-fire air, design of locomotive fireboxes and grates, and 
pulverized coal. 

6—Improved materials that are, and will be available for loco- 
© following motive construction. 
dance wit} 7—Improved availability for service of new, as well as exist- 
Rule 3 anfing locomotives. 

One of the major locomotive developments under way is on 
car, simila§the Pennsylvania, with the 4-4-4-4 type four-cylinder passenger 
tal numbe§ locomotives, which are capable of handling 880 trailing tons at 
100 m.p.h. on level tangent track. The results of tests and 
count tank§deyelopment of this power will be studied by your committee 

1943 : during the coming- year. 

No. 3918)§ The report was signed by J. M. Nicholson (chairman), assistant 
be used foto vice-president, A. T. & S. F.; W. I. Cantley (vice-chairman), 
nber of de§mechanical engineer, Mechanical Division, A.A.R.; W. R. Hede- 
_ —man, engineer tests, B. & O.; J. E. Ennis, engineering assistant, 
No. 3963)BN. Y. C.; C. K. Steins, mechanical engineer, Pennsylvania; 
be used fof Lawford H. Fry, director of research, The Locomotive Institute ; 
number ofA. J. Townsend, mechanical engineer, Lima Locomotive Works, 
Inc.; R. P. Johnson, chief engineer, Locomotive Division, Baldwin 
Locomotive Works; J. E. Davenport, vice-president engineering, 
* Cars American Locomotive Company, and E. G. Bailey, vice-president, 
Babcock & Wilcox Company. 
itted for i The report was accepted. 
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wer, assist"§ The practice of some foundries and car building plants in 
ll, assistant} &tinding the tread surface of cast-iron wheels prior to mating 
A. Jordan,§tas resulted in conflict between the tape size cast on the back 
k, assistant § Plate and the stencilled tape size on the front face of the wheel. 
mechanical §The manner in which confusion arises is obvious .when the 
r construc § ™ating of wheels is checked by inspectors since it would not be 
ction, Sou tlikely to find wheels correctly mated as to the tape size 
st. P. & P,stencilled on the outside of the wheels while the as-cast size 
might be different. It is quite possible that, in grinding chilled 
wheels that have been in service, the white stencilled tape size 
pr oposal i may have disappeared and the as-cast size offers the only 
tion of t! Bremaining indication of the depth of the chill. 

2 submtteoe The committee calls attention to the fact that it is essential 
that the original as-cast tape size markings should not be 
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altered and if in the process of mating wheels there is difference 
between the as-cast and stencilled markings, the mating should 
be performed with respect to the stencilled tape size. 


Instrumental Determination of Chill 


This subject has previously been referred to in the 1941 
report and information now develops that the instrumental process 
of determining the depth of the chill is, with the exception of one 
plant, in use in all foundries in the United States which have 
AMCCW inspection. The report points out that the use of 
instruments for chill determinations lends itself to the examina- 
tion of an entire day’s heat to a greater extent than it would to 
a specific lot of wheels being shipped to an individual customer. 

The report suggests that this method has progressed to such 
point that it should be given recognition in the A. A. R. specifi- 
cations for cast-iron wheels and that during the coming year 
the subject will be advanced along this line. 


Cast-Iron Wheel Design 


In the 1943 report under this topic, attention was directed to 
the request of the cast-iron wheel manufacturers, as represented - 
by their association, to increase the outside rim thickness of the 
750-Ib. wheel from 1% in. to 2% in. 

A similar request has been received to increase the rim thick- 
ness of the 850-lb. wheels from the 2%4-in. rim thickness given 
this wheel in 1940 at the time the weight of wheels for 70-ton 
cars was changed from 825 Ib. to 850 lb. The manufacturers 
consider an additional % in. rim thickness can be applied to 
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Fig. 1—Dimensions of Single Plate Bracketed Wheels 


Car Capacity, ton .......... 30 40 . 70 
Nominal weight, Ib. ......... 650 700 750 850 
Cost OE Ie... SUE 650 va. 6000000 5% 6 6% 7 
Hub diameter, back, B, in... 9% 10 10% li 
Hub diameter, front, C, in... 9% 10 10% 11% 
Length of hub, D, in......... 6 67 6% 7% 
Front hub recess, E, in....... 1 1 1 1% 
Vert. ref. line to front hub, 

a PRES ee eee 371/s2 3"1/se 3"1/s2 37/s9 
Thickness of plate, P, in..... 1% 1 13/16 1” /a 
Thickness of rim, R, in...... 1% 1% 2% 7 $) 
Thickness through throat, T, in. 2 2 2% 25/16 
Number of curved brackets... None 12 13 14 


the 850-lb. wheels and not exceed the present weight limits of the 
850-lb. wheel. 

The committee approved this recommendation with the under- 
standing that the wheels thus cast will have the letter H cast on 
the wheels in line with and 2 in. beyond the serial number. 

It was recommended that the rim thickness for the 750-Ib. 
and 850-Ib. cast-iron wheels be increased to 2% in. and 2% in, 
respectively, with the understanding that the change becomes 
effective March 1, 1945, in order to allow all manufacturers 
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sufficient time in which to make the necessary pattern changes. 

The committee recommended that this change in design should 
be submitted to letter ballot and if approved by the Association, 
Fig. 1 on page 8 of Specification M-403-41 should be revised as 
shown in the drawing. 


Failure of Single-Plate Wheels 


Because of the failure of 700- and 750-lb. cast-iron wheels of 
single-plate design, the committee believes that some limitations 
should be set up to discourage the use of single-plate non-bragk- 
eted wheels. With this end in view a questionnaire has been 
sent out to 35 roads with the object of collecting data on the 
relationship existing between failures of non-bracketed wheels 
and bracketed wheels of the single-plate design as indicated by 
the number of each being removed for defective conditions. The 
information developed by this questionnaire will be a matter 
of study by the committee before recommendations are made. 


Reclamation of One-Wear Wrought-Steel Wheels 


Conforming with the recommendations contained in the Wheel 
Committee’s report of 1943, Rule 98 was revised so that para- 
graph (i-5) provides when one-wear wheels are turned to 
multiple-wear contour on account of flange wear or due to being 
slid flat, the markings on the wheel shall be changed to read 
1-WT. Such wheels are to be charged or. credited on actual 
service metal basis. 

Paragraph (i-4) of the same rule permits the turning of one- 
wear wheels removed on account of built-up tread or out-of- 
round. This presents the question as to the proper charges and 
credits as well as the markings on such wheels after turning. 

It was the opinion of the committee that all one-wear wrought- 
steel wheels turned to the multiple-wear contour for any reason, 
should be marked 1-WT ; and that one-wear wrought-steel wheels 
ground or turned and the one-wear contour retained should not 
be marked 1-WT. 

This question, as well as the subject of charges and credits, 
was referred to the Arbitration Committee for further handling. 


The Use of Older Type 36-In. Steel Wheels 
In Passenger Service 


A report by a member road of a failure, in passenger service, 
of a 36-in. multiple-wear wrought-steel wheel manufactured 
prior to the introduction of controlled cooling after forming 
gave rise to the suggestion that all such wheels should be pro- 
hibited from application to passenger cars. A study of this 
subject by the committee with representatives of the wrought 
steel wheel industry indicated that such failures, as reported by 
this road, have not necessarily been confined to wheels produced 
before the practice of controlled cooling was established. The 
opinion of the committee is that the establishment of a prohibi- 
tory rule would only serve as a hindrance in the maintenance of 
equipment and not contribute to the elimination of wheels which 
might fail. 

The subject was considered of sufficient importance to warrant 
further study and a sub-committee was appointed for that pur- 
pose. 


Wheel-Mounting Diagrams 


Attention has been called to the fact that in neither paragraph 
238 nor Fig. 116 of the Wheel and Axle Manual is there any 
mention made as to pressure fit limits as indicated by the wheel- 
mounting chart. 

In considering mounting diagrams, attention has been confined 
principally to the character-of the pressure line. This portion 
of the diagram has been recognized as the proper index as to 
good wheel-mounting practice. 

The length of the pressure fit has been of secondary impor- 
tance since with a satisfactory pressure line a likewise satis- 
factory length of pressure fit will be obtained. Then, too, any 
lost motion or irregularities in the attachments to the recording 
gauge that shows the length of the pressure fit would influence 
the length of this line to some extent. 
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Since the question has been raised, the committee has invegocomot 
tigated conditions in shops and while this investigation showeubmiss 
there was considerable variation in the -recorded length of Boile 
pressure fit with respect to the length of the wheel hub in thhluded 1 
various shops, it was realized there should be some latitude prqyaist s! 
vided for indicated length of pressure fit. The committee h 





iler. 
recommended that this should be in the neighborhood of 93 péives ec 
cent of the hub length of the wheel. iles ai 
has run 


Wheel Shop Practices 


practices has been carried forward and wheel shop inspecti 
by the general mechanical committees have indicated that 
work of the Wheel Committee along these lines has served { 
improve conditions. 

The association has appointed a qualified inspector to give h 
attention to work of this character. 

The report was signed by H. W. Coddington (chairman), 1 
search and test engineer, N. & W.; D. Wood (vice chairman 
engineer of tests, So. Pac.; E. E. Chapman, mechanical assista 
A. T. & S. F.; W. R. Hedeman, engineer of tests, B. & O.; 
Matthes, chief car inspector, Wabash; F. Holsinger, wheel sh 
foreman, I. C.; A. M. Johnsen, engineer of tests, Pullman Co 
pany; E. C. Hardy, assistant engineer, N. Y. C.; A. G. Hop 
assistant to mechanical assistant to chief operating officer, C. } 
St. P. & P.; H. H. Haupt, general superintendent motive powe 
Pennsylvania, and C. B. Bryant, assistant to vice-presiden 
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The program of this committee to encourage better wheel shd Screy 
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Southern. 
The report was accepted and necessary items referred to lett 
ballot. Engine 
Trailer 
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Motor 
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Report on 
Locomotive Construction 
Development and Use of Oil-Electric Locomotive 
Fig. 1- 
The development and use of oil-electric locomotives is no 
being handled by a sub-committee which, in order to coordinat 
the efforts of the Mechanical Division and Electrical Sectionflnd ott 





now includes two members from the Electrical Section. Th 
sub-committee for the past two years has been studying vario 
mechanical features which are common to most of the Diese 
electric switching locomotives now in service ; the purpose of the 
studies to bring about standardization of parts. Up to the prese 
time the studies have been devoted to truck designs. Some prog 
ress has been made in spite of the war conditions and it is ex 
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pected that concrete recommendations can be presented in 0 ~ 
next report. 

The 1941 report of this committee included statistics on t 
assignment and cost of operating oil-electric locomotives. Tig Lette 
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work of assembling and reporting this information was temporari 
discontinued with the 1941 report because it appeared that @ 
information on the subject available up to that time had bed 
obtained and reported; however, during the last three years 
use of oil-electric locomotives has been greatly extended bo 
with reference to the number of locomotives in service and t 
classes of service performed. The number of roads using motit 
power of this type has also increased. It is believed that furthd 
valuable data on this subject can now be obtained and it is 0 
intention to include more information of this kind in our ne% 
report. 

There are also in progress of design or development sever 
new types of locomotives which will be powered ‘by new pri 
movers such as steam or gas turbines. We expect to keep ! 
touch with these developments and report all information of val 
pertaining to them. 




























Design of Fundamental Parts of Locomotives 


Dry Pipes and Steam Pipes: In 1943 there was submitted 
letter ballot for adoption a list of sizes of steel or iron tubing 
be used for making dry pipes of steam locomotives. In contilll{inhoa:, 
ance of its work on this subject, the committee expects to coil! baring 
pile a list of standard sizes of tubing suitable for dry pipes arin; 
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has invegocomotives having front end throttles, this list to be ready for 
on showeubmission in the next report. 

gth of tht Boiler Supports—Waist Sheets: In 1940 the committee in- 
hub in thkluded two drawings of center boiler supports showing all other 
titude prdwaist sheets or supports eliminated between the frame and the 
mittee hdpoiler. These two styles have given satisfactory service ; locomo- 
of 93 p@ives equipped with Style 2 support have completed 6,427,867 
miles and, on another road, a locomotive equipped with Style 1 
has run 1,000,000 miles. 


Screw Threads 


wheel shi Screw threads have been under investigation by the sub-commit- 
InSpectiowee in an effort to adopt the standards for screw fits that have 


d that tiRiready been accepted by the American Standards Association 
; served 





sion requirements for inboard engine-truck friction journal boxes 
for 5 in. to 8 in. nominal diameter journals, are shown on Plate 4, 
Section F, and for outboard tender-truck friction journal boxes for 
5 in. to 7 in. nominal diameter journals are shown on Page D-18 
to D-21 inclusive, Section D of the A.A.R. Journal. 

The application of roller bearings to Diesel switching locomo- 
tives was considered, and pedestal-jaw openings as developed for 
respective diameter journals of Diesel road locomotives may be 
suitable for Diesel switching locomotives; however, smaller ped- 
estal openings may be satisfactory because of the lower speeds of 
switching locomotives. 

Pedestal-jaw openings for electric-locomotive motor axles are 
the same as for Diesel-road-locomotive motor axles, it being 
understood that later on, different types of electric or other drives 
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chairm ‘ » * on Diesel and guide trucks motives two- 
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* For six-wheel tender truck only. 
9 in. on front axle of four- a wa truck having lateral resistance device. 
omotive: For SKF double row, single bearing only. 








































ives is no 
> coordinat 
al Sectionfand other associations. In this year’s ,report the sub-committee 
ction. Thirecommends that page L-27 of the Manual be changed to refer 
ying varioufo A.S.A. standards for bolt heads and nuts, and for screw threads. 
the Dieselffhe former are shown in A.S.A. Bulletin No. B 18.2 and the 
ose of thesfatter in Bulletin No. B 1.1. Inasmuch as castle or slotted nuts 
) the prestifire included in Bulletin No. B 18.2, the committee recommends 


Some progithat page L-21 of the Manual be eliminated. 
nd it is @ 


nted in 0 


Standardization of Pédestal Widths for 
Application of Roller Bearings 


Letter Ballot Circular D. V.—1052 dated September 8, 1943, in- 
duded as Proposition No. 11 recommendation for the standardiza- 
tion of pedestal-jaw openings required for friction-bearing journal 
boxes for steam, electric and Diesel locomotives and tenders. In 
amouncing result of this letter ballot in Circular D. V.—1053 
tated October 26, 1943, it was stated that the inclusion of this 
joposition in the Manual of Standard and Recommended Practice 
sbeing held in abeyance pending further consideration of certain 
ietail by the committee. The sub-committee has agreed with the 
manufacturers upon certain modifications which it is felt are desir- 
ble and should be incorporated before the data is issued for 
ielusion in the manual and submit the following report with 
rommendation that the proposition be resubmitted ‘to letter 
lallot in the revised form. 
The sub-committee met with representatives of roller-bearing 
manufacturers who had furnished such bearings for railroad roll- 
ig stock, in order to standardize on pedestal-jaw openings. 
Data submitted by manufacturers indicated that it is impractical 
» standardize on such openings for equipment built in the past and 
ill pedestal-jaw openings listed are for steam, electric and Diesel 
ted "Blcomotives as well as tenders to be built in the future. 
ron tubing "§ Existing A.A.R. pedestal-jaw openings for steam-locomotive 
In conti™@nboard engine and outboard tender trucks, as required for friction 
pects to Cott. aring journal boxes are maintained, so that suitable roller- 
dry pipes Graring housings may be nent: The governing A.A.R. dimen- 
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Fig. 1—A. A. R. Recommended-Practice Pedestal-Jaw Openings for Roller Bearings on Future Equipment—Engine 
and Tender Trucks 
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journal engine (engine 
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Fig. 2—A. A. R. Recommended-Practice Pedestal-Jaw Open- 
ings for Roller Bearings on Future Equipment—Steam- 
Locomotive Driving Axles 
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developed may require changes in journal diameter and pedestal- 
jaw openings. 

Pedestal-jaw openings for tenders may be suitable for passen- 
ger-car roller bearings having 4%4-in. to 7-in. nominal-diameter 
journals. 

Figs. 1 and 2 cover recommended pedestal-jaw openings for 
equipment to be built in the future. 

The letters on the drawings refer to the following : D—Opening 
between pedestal-jaw liners; E—width over pedestal-jaw-liner 
flanges; H—minimum height of pedestal-jaw opening; J—center 
of axle to top of pedestal-jaw opening. 

Relative tolerances for pedestal-jaw openings, except driver 
pedestal-jaw openings, a tolerance of + 46 in., or —12 in. is 
desired between pedestal-jaw liners for openings D, and the same 
tolerances for width over pedestal-jaw liner flanges E. 

Distance between locomotive frame or truck frame (cast or 
open hearth steel) pedestal jaws is dimension D plus thickness 
of liners as indicated. If wedge-type liner is used, the pedestal 
jaw is to be tapered. Width of locomotive-frame or truck-frame 
(cast or open hearth steel) pedestal jaw is dimension E minus 
the thickness of the liner flanges as indicated. The illustrations 
show nominal journal diameters for axles and actual journal 
diameters may vary slightly from the nominal diameter as indi- 
cated. 

Investigation developed that there are at present approximately 
220 different pedestal-jaw openings which have been reduced, on 
equipment to be built in the future, to 65 different openings. 


Driver and Trailer Tires 


In 1941, the Locomotive Construction Committee made recom- 
mendations as to the shelling of trailer tires. It was recom- 
mended that heat-treated (quenched or tempered) tires be used 
to overcome shelling. This recommendation was made after 
four years of tests. 

Several of the roads mentioned in the 1941 report have followed 
the committee’s recommendation and have reported considerable 
success. One road, for example, reports that prior to the use of 
the heat-treated tires the average mileage per shelled-out tire was 
114,000; the present mileage with heat-treated tires is 5,800,000. 

The reports of these roads are covered in detail in the report. 























Locomotive Boilers Built by the Fusion-Welding 
Process 


The original fusion-welded boiler on the Delaware & Hudson is 
still operating and giving satisfactory service. 

Some time ago a cesign was submitted by the Chicago, Mil- 
waukee, St. Paul & Pacific for a fusion-welded boiler for one of 
its F6 Class 4-6-4 type locomotives. Permission has been given 
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Fig. 3—Axles proposed for engine, trailer, and tender trucks 


by the Director of the Bureau of Locomotive Inspection to con- 
struct a boiler of this design. This work is now being done by 
the Milwaukee at its shops at Milwaukee, Wis. After this boiler 
is completed it is to be stress relieved. In other words, they are 
following the same procedure that was followed in the construc- 
tion of the D. & H. boiler. 

Since the construction of the D. & H. boiler, there have been 
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Sin acco 


built and placed in service six furnaces for stress relieving boilers} * prov 
im 


and a seventh one is contemplated. 





ing me 

Research on Axles, Crank Pins and Bearings ee 

e 

In its work of developing and testing axles for passenger cars served 
and tenders, the research committee on axles, crank pins, and These 
bearings has developed axles of sizes 7 in. by 13 in. and 7% in, Type | 
by 14 in. which are suitable for use under high-speed passen- Sinc 
ger cars and locomotive tenders. The dimensions and designs ing all 
of these axles are shown in Fig. 3 and their adoption for locomo-§ tensile 
tive tenders is recommended. They are also recommended for} crease 
use in engine trucks and trailer trucks of the outboard bearing§ jp, and 
type in which axles of these sizes can be used. lock te 
Stresses in Locomotive Rods and Motion Work i | 
The sub-committee recommends that Page F-117 of the Manual§ althou 
covering side-rod knuckle-joint design be eliminated because if ent, t! 
shows, a formula for thrust or load which conflicts with the for. seated 
mula shown on Pages F-10 and F-11, adopted as recommended vide f 
practice in 1941, and because the design shown on Page F-117§ the cc 
has become obsolete. shelf, 
ments 

Tolerances for Cotter Keys The 

appro 


A.A.R, Circular No. D. V.—986, issued May 27, 1940, Ex. 
hibit I, page 61, contains a report in which it was recommended 
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Fig. 4—A cotter key which maintains a 
tight fit 


that no change be made in existing standards, but where a tighter 
fitting cotter is desired, some form of expanding cotter be used. 

Fig. 4 shows a type of cotter which is available, free of royalty, 
to any member railroad. This cotter has one leg crimped, insur- 


ing a tight fit in the cotter-pin hole. re | 
ig. I- 


Pressure Gauges for Locomotives oe 
The War. Production Board found it necessary to require the with 


manufacturers of pressure and vacuum gauges to curtail the as- 
sortment of gauges heretofore offered for sale. Representatives 
of this committee collaborated with WPB and representatives of 
the manufacturers in determining the types and sizes of gauges 
considered essential for locomotives. WPB Limitation Order 
L-272, effective February 10, covers those now available. 

The report was signed by H. H. Lanning (chairman), mechar- 
ical engineer, A. T. & S. F.; E. L. Bachman (vice-chairman), 
general superintendent motive power, Pennsylvania; F. E. Russell, 
chief mechanical engineer, So. Pac.; Frank Williams, chief me- 
chanical engineer, Can. Nat.; A. G. Hoppe, assistant to mechan- 
ical assistant to chief operating officer, C. M. St. P. & P.; G. W. 
Bohanfon, assistant to chief mechanical officer, C. & N. W.; 
J. E. Ennis, engineering assistant, N. Y. C.; J. B. Blackburn, 
mechanical engineer, C. & O.; L. H. Kueck, assistant chief me- 
chanical officer, Mo. Pac.; W. H. Sagstetter, chief mechanical 
officer, D. & R. G. W., and K. Cartwright, chief mechanical 
engineer, N. Y. N. H. & H. 

The report was accepted and necessary items ordered submitted 
to letter ballot, except the section on Standardization of Pedestal 
Widths for Application of Roller Bearings, which was referred 
back to the committee for further study. 
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Couplers alte 
And Draft Gears hi 
There are now approximately 6,000 tightlock couplers in service Tyz 
on passenger equipment cars and locomotive tenders, of which ( 
5,790 are the former Type T and 210 the Type H coupler. These § A.A 
6,000 tightlock couplers are in service on 28 railroads and Pullmat § wit! 
cars. Of the 5,790 Type T couplers, about 400 have been modified §  tati 
Railway Meshaniesl. FOr y 











ig boilers. 


rings 

nger cars 
pins, and 
id 7% in, 
d passen- 
d designs 
tr locomo- 
ended for 
d bearing 


Work 


1e Manual 
because it 
h the for- 
ommended 
age F-117 


1940, Ex. 


ommended 


2 a tighter 
r be used. 
of royalty, 
ed, insur- 


equire the 
ail the as- 
esentatives 
ntatives of 
of gauges 
ion Order 
ile. 

), mechar- 
‘hairman), 
E. Russell, 
chief me- 
Oo mechar- 
P.; G. W. 
zr N. W.; 
Blackburn, 
chief me- 
nechanical 
nechanical 


submitted 
f Pedestal 
s referred 


in service 
of which 
ler. These 
d Pullman 
n modified 


cal Engineer 


JULY, 1944 


» in accordance with Mechanical Committee Circular No. 942-A to 


improve the anti-creep arrangement and apply the No. 6 operat- 
ing mechanism. All Type H couplers have been applied with the 
No. 6 operating mechanism. 

The service of these tightlock couplers is being carefully ob- 
served by the railroads and representatives of the manufacturers. 
These reports indicate that the modified T type couplers and the 
Type H couplers are giving generally satisfactory service. 

Since December 1, 1943, the manufacturers have been furnish- 
ing all tightlock coupler knuckles and locks in the usual high- 
tensile steel, but heat-treated by quenching and tempering to in- 
crease the yield strength of the knuckle to approximately 300,000 
lb. and to provide harder bearing surfaces between the knuckle and 
lock to reduce the present occasional sticking of locks. 

To insure against the wedge lock sticking, the lock can be seated 
upon the knuckle-tail shelf when the couplers are fitted up new 
although from service wear they approach this condition. At pres- 
ent, the couplers are fitted up so that the bottom of the lock is 
seated from % in. to % in. above the knuckle-tail shelf to pro- 
vide for wear and maintain the contour lines tight. By starting 
the coupler out with the wedge lock resting on the knuckle-tail 
shelf, looseness in contour lines will develop more rapidly. Experi- 
ments are under way to determine this feature. 

The Mechanical Committee has prepared and issued with the 
approval of the Committee on Couplers a new circular No. 144, 
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(d) The coupler manufacturers be authorized to discontinue 
manufacture of present Recommended Practice Type T tightlock 
coupler, except knuckle, locks, and other fittings for maintenance 
and modification of existing Type T tightlock couplers. 


Knuckle Failures on Passenger Cars 


In considering the subject of coupler knuckle failures on passen- 
ger equipment cars at the meeting of your committee on February 
3, 1943, each member of the committee, as well as representatives 
from the Union Pacific, Southern Pacific and The Pullman Com- 
pany, were requested to assemble detailed information of all pas- 
senger equipment knuckle failing during the three months period 
of March, April and May, 1943, and to send the failed knuckles 
together with information concerning each failure, to the chair- 
man of the Coupler Manufacturers Mechanical Committee. 

There were 29 failed knuckles received, viz.: One cracked tight- 
lock knuckle, seven Type E knuckles, eight Type D knuckles, and 
13 miscellaneous non-standard types. 

Analysis of these failed knuckles indicated that the cracked tight- 
lock knuckle might be attributed to a foundry defect. Of the seven 
Type E knuckles that failed, all of them showed minor manufac- 
turing defects consisting of porosity or small gas pockets; one of 
these seven failures resulted from an emergency application of the 
brakes. The Type D knuckles are obsolete and the remaining 13 
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Fig, I—A. A. R. tightlock coupler 































—Type No. 6° operating mechan- 

ism, typical application for use 

with Type H couplers and present 
couplers modified 


covering Inspection and Maintenance of Tightlock Couplers in 
Service. Copies of this circular may be obtained by addressing the 
Secretary of the Mechanical Division, Association of American 
Railroads, Chicago, or any one of the coupler manufacturers. 


Recommendations—Tightlock Couplers 


Your committee suggests that the following items be submitted 
to letter ballot with recommendation for approval. 

(a) The new design tightlock coupler, identified as A.A.R. Type 
H tightlock coupler, be approved as tentative standard for tight- 
lock couplers for passenger equipment cars, superseding present 
alternate standard for Type T tightlock couplers. 

(b) The complete set of gauges developed by the manufacturers 
to control the manufacture and interchange of parts of the A.A.R. 
Type H tightlock coupler be approved as tentative standard. 

(c) The tightlock coupler operating mechanism, identified as 
A.A.R. No. 6 Tightlock Coupler Operating Mechanism for use 
with Type H and Type T latest modification, be approved as ten- 
tative standard. See Fig. 1. 
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were the old M.C.B. type which have about 50 per cent of the 
strength of the Type E knuckle. 

Study is being made as to the possibility of increasing the 
strength of Type E knuckles and your committee is working with 
the coupler manufacturers to see what can be accomplished along 
this line. 


Proposed Interlocking Coupler for 
Freight Equipment 


The Mechanical Committee of the coupler manufacturers was 
requested by the Committee on Couplers to give consideration to 
the development of a postwar interlocking coupler for freight equip- 
ment for the purpose of supporting and thus preventing the mating 
coupler falling to track in case of coupler breaking or coupler at- 
tachments failing. The arrangement should be such that it will 
operate in conjunction with and secure the benefits of those features 
now incorporated in the tightlock coupler in passenger service. 
Naturally, these benefits will not be obtained until the couplers of 
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the cars coupled together both contain this feature, but will become 
progressively effective as new couplers are applied. 

The design of such a coupler is being considered by the Mechan- 
ical Committee of the coupler manufacturers and one preliminary 
design has been evolved. This particular design has an interlocking 
and anticreep arrangement similar to those features in the A.A.R. 
Type H tightlock coupler, except it is provided with a straight 
lock and requires no machining of parts or fittings. 

The Mechanical Committee of the coupler manufacturers is 
progressing this matter, but it should be understood that a single 
standard must ultimately be produced which will mate with and 
maintain the locking and supporting features of the tightlock pas- 
senger couplers. 

Involved in a design of this kind is the car construction, at 
lateral clearance for short-curve coupling and vertical clearance 
for passing cars over the hump. These requirements affect center 
sills, location of draft stops, spring or adjustable carrier irons, etc. 

The approval of the General Committee is requested, which 
should carry with it the appointment of a sub-committee from the 
Coupler and Draft Gear Committee and a sub-committee from the 
Car Construction Committee to work with the Mechanical Com- 
mittee of the coupler manufacturers to evolve and recommend an 
acceptable design. 


Coupler and Yoke Defects—Train Parting 


The parting of trains as the result of coupler-shank or coupler- 
yoke failures always results in damage and serious delays. The 
importance of discovering these defects and renewing the parts in- 
volved before actual road failure occurs prompted the issuance of 
Circular D. V.—1045, dated July 15, 1943, directing attention to 
the location of such defects for which inspectors and repairmen 
should be on the alert when cars are on the shop track for any 
cause. 

The separation of trains due to lock-lift toggles either missing 
or being incorrectly applied to Type D and E rotary-operated 
couplers was of such a serious nature a year ago it was necessary 
to issue Circular D. V.—1044, dated July 15, 1943. 

It is the observation of your committee that each of these infor- 
mative circulars has been beneficial in improving the condition, but 
the importance of the supervision seeing that the provisions con- 
tained in these two circulars are complied with cannot be empha- 
sized too strongly. 


New Design Riveted Rotary-Lock-Lift Assembly 
for Type E Couplers 


Upon recommendation of your committee in the 1943 report, a 
provision was inserted in Interchange Rule 3 (c) (12) that the 
assembly. riveted-type lift lever of the bottom-operated Type E 
coupler is required on all cars in interchange on and after Jan- 
uary 1, 1945. 

A member suggests that on account of the difficulty of obtaining 
this riveted assembly from the manufacturers, he be permitted to 
rivet the trunnion of the toggle to the lock-lift lever, introduce a 
¥%-in. washer and electric weld the washer to the trunnion. 

A review of this suggestion develops the following: 

(a) The lengths of the trunnion on some of the existing toggles 
are too short fo assure a satisfactory weld. 

(b) A special washer would be required. 

(c) Many of the existing toggles, perhaps more than 50 per 
cent, are made in malleable iron, This material is not satisfactory 
to permit welding. 

Since this suggestion was received, the manufacturers advise 
they are now in position to furnish the riveted type of lock-lift 
assemblies, but on account of the number of the present two-piece 
lock-lift assemblies that must be changed out, it is recommended 
that the effective date when all cars must be equipped be extended 
one year or to January 1, 1946. 


Draft-Key Retainers 


A member road has suggested a type of draft-key retainer, as 
per sketch (Fig. 2), for use particularly in connection with two- 
and three-key Farlow attachments where the check plate is on 
the outside of the center sill and the standard type retainer has 
a tendency to override the flange of the check plate thus causing 
the cotter at the bottom end of the retainer to be sheared. This 
suggested retainer has the ends of the cross T elongated and 


322 


curved to fit around the edges of the draft key. These extended 
ends of the cross T serve the purpose of preventing the retainer 
from turning and fouling the cheek plate and in this manner pro- 
tecting the cotter against the shearing action that occurs with the 
standard type key. 

This device has been referred to the Car Construction Commit- 
tee for consideration. It is the opinion of your committee that the 
subject of an improved cross key retainer, free from patents, should 
receive prompt consideration by a joint subcommittee of the Car 
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Fig. 2—Suggested type of draft key retainer 


Construction Committee and Committee on Couplers and Drait 
Gears, and as soon as it is evolved and approved by the General 
Committee, be submitted to letter ballot for adoption. 


Nose Wear of Knuckles 


A request was received from a member road indicating the desir- 
ability of building up knuckles on account of having exceeded nose 
wear limit gauge 24992-A. Investigation of this request developed 
that 90 per cent of the knuckles being removed for nose wear on 
this line were Type D, and since it is undesirable to perpetuate 
the Type D knuckle, its manufacture now having been discontinued 
in 1933, it was concluded that the proposed reclamation of couplers 
for nose wear be not approved. 

In consideration of giving this attention to Type E knuckles it 
was the conclusion there would be too much mechanical work in- 
volved in machining built-up knuckles to the proper contour as 
well as the careful heat treatment that would be required to justify 
this process of reclamation. 


Welding of Shanks on Couplers in Vicinity 
of Key Slot 


Tests conducted: in the Association laboratory at Purdue Uni- 
versity have indicated that it is not necessary to prohibit welding 
of coupler shanks in the vicinity of the key slot. Therefore, the 
Sub-committee on Welding of Couplers and Coupler Yokes has 
recommended that Paragraph (c-1) of Section C, Interchange 
Rule 23, be revised as follows: 

Proposed Form: (c-1) Transverse cracks, including shrinkagt 
cracks, in shank of coupler, from end of shank to and including 
back wall of horn, may be welded. There is no limitation in lengt! 
or depth of cracks that may be welded. 

The above recommendation has been approved by this committe 
and the secretary instructed to refer same to the Arbitratio 
Committee. 


Welding Metal Shims on Butts of Couplers 


Several railroads have stated they have an accumulation of 5-it 
by 7-in. shank couplers with 634-in. butts for which they have only 
a limited use, but are badly in need of 5-in., 7-in. and 9%-in. but 
couplers. Permission was requested to weld metal plates to the to? 
and bottom of the butts of these 6%4-in. butt couplers to bring thet 
up to 9% in. A subsequent canvass of a representative list of met 
ber roads showed that several of these roads have substantial qua 
tities of such couplers available for conversion. 
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The sub-committee on Welding of Couplers and Cast-Steel 
jokes was instructed to conduct tests and submit recommenda- 
ions. Specimens were prepared by the Pennsylvania and tests 
vere made under the 27,000-lb. drop hammer at the Association 
aboratory at Purdue University. Standard 9%-in. butt couplers 
vere included in the tests to provide a basis for comparison. After 
ompletion of these tests, a report was submitted by the sub-com- 
hittee, together with the following recommendations : 

Based upon results of tests, it is permissible to adapt couplers 


aving 634-in. butts by welding metal shims on top and bottom of 
utts, in accordance with the following regulations : 
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(c) Grind coupler butts to give neat seating of shims. 


_.— (4) Bevel shims % in. at 60 deg. angle (or give J weld prep- 
‘due Unt aration) all around contact face. No beveling of coupler butt 
t welding Mermitted. 
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terchange 


(e) Tighten shims to welding position on coupler butt by 
dummy pin and key, and exercise care to see that shim edges are 
fush with corresponding edges of coupler butt. 

(f) After shims are thus in position, weld to coupler butt by 


shrinkag? Bin. Shielded-arc electric method. 


includin i ‘ 
> ae (g) Normalize the welded coupler. 
oe All sharp corners of applied shims must be removed by 
: grinding. 
committe + mg : 
rbitration he above recommendations have been approved for submission 


‘0 the General Committee, with the further recommendation that 
a circular be distributed to all member roads and included in the 
plers Rules of Interchange. 


on of 5-in§Limitation on Welding of Couplers and Cast-Steel 


~ 7 Coupler Yokes 
-in. 5 
to the top As stated in the report last year, a series of tests were conducted 


yring them nder the direction of a special sub-committee for the purpose of 
t of met petermining whether present restrictions on the welding of couplers 
atial quat and cast-steel yokes could be safely revised to conserve materials 
‘uring the present emergency. The recommendations of the sub- 
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committee were subsequently approved, with some modifications, 
by this committee and the Car Construction Committee and then 
incorporated in the Interchange Rules. 

The original tests and recommendations were limited to welds 
made by the electric process. Later the sub-committee was en- 
larged and instructed to conduct similar tests on specimens welded 
by the oxyacetylene process, to ascertain if the emergency provi- 
sions already approved for these parts when welded by the electric 
process could be extended with safety to include the oxyacetylene 
process. 

These latter tests have been completed. Based upon the results 
of these tests, a majority consisting of thrée members of the sub- 
committee recommended “that present restrictions on gas welding 
of cracked couplers and yokes be not removed, since the average 
railroad reclamation plant is not prepared at the present time to 
perform this work satisfactorily by gas welding.” One member 
submitted a minority report with the recommendation “that the 
shielded arc process be prohibited on cast-steel couplers and yokes 
and that the oxyacetylene process, using the specified procedure 
that was followed by the C. B. & Q., be made mandatory in making 
tension welds on these parts.” 

These reports were received by this committee and the recom- 
mendation contained in the report of the majority of the sub- 
committee is approved. 

The majority and minority reports are on file in the office of the 
secretary of the Mechanical Division and are not reproduced in 
this submission on account of the volume of the reports. 


Appreved Draft Gears 


The number of approved draft gears still stands at twelve, but 
these twelve gears now represent the products of seven instead of 
six different manufacturers. Three of the twelve gears are con- 
ditionally approved. 


Cardwell M-25 (Conditionally approved) 
Edgewater B-32-KA (Approved) 

Miner A-2-XB, Cylinder D-7940 (Approved) 
Miner A-22-XB, Cylinder D-7935 (Approved) 
National M-17-A (Approved) 

National M-50-B (Approved) 

Peerless H-1-B (Approved) 

Hulson-Clark 150-B (Conditionally approved) 
Waugh-Gould 403 (Approved) 

Waugh-Gould 410 (Conditionally approved) 
Westinghouse NY-11-F (Approved) 
Westinghouse NZ-11-F (Approved) 


The Association has been officially advised that ownership of 
the Waugh-Gould Type 150-B, a conditionally approved draft 
gear, has been acquired by the Hulson Company, Chicago, and will 
be designated hereafter as the Hulson-Clark gear. Following this 
transfer of ownership from Waugh Equipment Company, several 
modifications in the design of this gear were submitted for ap- 
proval. In the opinion of the sub-committee these modifications 
are so extensive as to require complete new tests before a decision 
can be given, and the manufacturer was so advised. Formal appli- 
cation for these tests has been received, test specimens have been 
selected and the tests are now in progress. 


Waugh Twin-Cushion Gear for Freight Service 


Following extensive laboratory tests of this gear, as reported 
last year, permission was granted for the application of 1,400 car 
sets to cars in interchange service, but these installations have not 
been completed because of curtailment of the use of rubber. 

In addition to the laboratory tests, the sub-committee obtained 
installation data and measurements on seven car sets applied to 
stock express cars which are accumulating mileage somewhat rap- 
idly. Two gears, comprising one of these seven car sets, were 
originally installed in June, 1940. These gears were removed, 
checked for capacity, inspected and reapplied in April, 1941. Re- 
cently these same gears, also two additional gears that were applied 
in May, 1941, were removed and again brought into the laboratory 
for test, after which they were once more returned to service. A 
report on the performance and condition of these gears is being 
prepared. 


Also, one gear is being held in the laboratory in continuous as- 
sembled compression, and each month a capacity test is made to 
determine how it stands up. This has been continued for about 
two years now, and so far the gear has not lost any capacity. 
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Substitutions of Materials 


With the approval of your sub-committee, some manufacturers 
have made minor substitutions in materials used in draft gears 
during the present,emergency. Complete information is not avail- 
able as to the physical properties of all of these materials but 
steps have been taken to obtain this information. 


Check Test of Gears After Five Years of Service 


Our report last year contained the results of a check test of 
certified draft gears after five years of service. These tests were 
made in 1941. All of the gears tested at that time were manufac- 
tured and applied in 1936. Since that time two of the gears which 
made a very unsatisfactory showing in the 1941 check tests have 
been reclassified in the Interchange Rules as non-approved gears 
and have been superseded by new types. As soon as these new 
gears have had five years of service it is proposed to make a new 
check test, and the results will be reported to the members. 


Draft Gears Manufactured in Canada 


In response to an inquiry received from a Canadian member 
road, a letter was addressed to all manufacturers of certified draft 
gears requesting answers to the following questions: 


1. Are any of the draft gears manufactured by your company 
under A.A.R. certificate of approval made in Canada, and, 
if so, will you please state name and location of Canadian 
plant. 

2. Does all of the information which you have filed with this 
office relating to design, material and methods of manufactur- 
ing, including working-in processes and test facilities and 
procedures, apply equally to draft gears produced in both the 
United States and Canada? If not, please describe all varia- 
tions in practice. 

3. Members of the sub-committee on Draft Gears have at vari- 
ous times inspected each of the plants in the United States 
where certified gears are produced. Have you any objection to 
an inspection of your Canadian plant and facilities by one or 
more representatives of the sub-committee? 

Replies to these letters indicated that some Canadian manufac- 
turers were not complying with all A.A.R. specification require- 
ments. Subsequently a representative of the sub-committee visited 
each of the Canadian plants. This inspection revealed a wide vari- 
ety of conditions, some of which were considered unsatisfactory. 
In one instance, due to a misunderstanding, an obsolete design of 
gear was still being manufactured and sold as a certified gear. At 
this same plant no test facilities had been provided and there was 
no way of determining whether or not gears manufactured met 
specification requirements. One plant was found fully equipped 
with drop test and other necessary facilities and the draft gears 
produced appeared to be equal in all respects to those manufactured 
in the United States. 

Wherever unsatisfactory conditions were found, however, prompt 
assurance was given that these would be corrected as quickly as 
possible. 

In view of the above facts, it was decided, with the approval of 
the Committee on Couplers and Draft Gears, that a reasonable 
time would be allowed to install necessary facilities and that a 
test would then be made of all certified draft gears produced in 
Canada, as follows: 

Peerless H-1-B 

Miner A-22-XB, Cylinder D-7935 

Miner A-2-XB, Cylinder D-7940 

Cardwell M-25 

Westinghouse NY-11-F 

Westinghouse NZ-11-F 

Waugh-Gould 403 

Specimens will be selected from railroad or car builders’ stocks 
by a representative of the sub-committee and tests will be made in 
the Association laboratory at Purdue University. It is expected 
that these tests will be made within the next few weeks. Both the 
Canadian National and Canadian Pacific are cooperating with the 
sub-committee in this check. 


Blocking ‘Couplers on Duryea Cars with 
Multiple Loads 


The attention of your sub-committee has been called to Loading 
Rule 21 which requires that, “except on cars equipped with Duryea 
underframes,” couplers between cars on which load is fully or 
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partially carried, must be blocked. Question has been raised as t; 
the necessity for the quoted exception. 

For conventional cars equipped with draft gears it is specified 
that blocks be placed between the coupler horn and the striking 
casting. Blocks so placed on Duryea underframe cars would hay 
little effect because the construction is such that only 1 in. oj 
movement, and this in buff only, is possible between the couple 
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and the center sill. On the other hand, if the coupler is blocke( Item : 
against movement with respect to the car body, as it is on conven applicati 
tional cars, the Duryea cushioning device on all cars so blocked The s 
would be rendered inoperative. This is not the case with carMdisclosec 
equipped with friction draft gears because the draft gear on thef{prentice 
other end of each car is not affected and can still afford its usualMactual « 
protection to car and lading. in order 
Car impact tests conducted by your sub-committee have shownfoperatin 
that the normal movement between car bodies, under impact, if make ni 
greater with cars of Duryea underframe construction than with immedi 
cars having standard friction draft gears. For example, in twof,jlowan 
tests where the speed of impact in each case was exactly the sameff-jal iter 
5.03 m.p.h., the results were as follows: Februar 
With one car (A) striking a string of three standing cars, 
B,C, and D, coupled. Total weight of each car 187,000 Ib. 
Max. movement Max. Movement ¢ 
between between New 
, . _ Speed of car bodies car bodies Atio 
Cars Equipped With impact, m.p.h. BandC,in.. C and D, in, ater 
Stendard @ratt ears ... 2... .2<... 5.03 5 5/16 5% 
Duryea wunderframes ............ 5.03 1014/16 144/16 
It is recommended that the facts set forth above be referred to 
the Committee on Loading Rules for consideration. eo 
W. E. Gray, who has been Engineer Draft Gear Tests in charge diiee 
of the Association Draft Gear Laboratory at Purdue University United 
since 1927, resigned during the past year to accept a position inf 
° ° types O 
the draft gear manufacturing industry. T. K. Sanders has been Base 
employed to succeed Mr. Gray. Bee 
The report was signed by R. L. Kleine (chairman), assistant duction 
chief ef motive power-car, Pennsylvania; H. W. Coddington (vice-§ that th 
chairman), research and test engineer, N. & W.; F. T. James,B lieu of 
chief motive power, D. L. & W.; George W. Bohannon, assistant 
to chief mechanical officer, C. & N. W.;.W. Bohnstengel, engineer 
of tests, A. T. & S. F., and H. W. Faus, engineer motive power, ' 
N. Y. C. Not 
The report was accepted and necessary items ordered referred 
to letter ballot. 
Mate 
March 
Prices for QA det 
rule, 
Labor and Material mendes 
In order that the rules may currently provide an equitable basis 2 
for inter-road billing, your committee has continued the work of disleio 
analyzing material, labor and new equipment costs in A.AR uary 1 
Interchange Rules 101, 107, 111, and 112 of the Freight Car Cot, § 7). 
and Rules 21 and 22 of the Passenger Car Code, with a view to preside 
determining and recommending necessary changes to be made superi 
in the next supplement to the current code. tenden 
Rule 101 — 
and rc 
All miscellaneous material prices in Rule 101 were rechecked 4 & depart 
of March 1, 1944, quotations submitted by the purchasing agents § Flanag 
of the ten selected railroads, representing thirty-nine per cett The 





of total freight-car ownership in the United States and Canada, 
showing a slight upward trend in material markets as indicated by 
detail recommendations for revisions shown under this rule. 
Item 253-D of Section II covering non-approved Friction Dratt 
Gears is modified to include the Miner A-19-SF gear. Also, the 
first paragraph of the note covering Friction Draft Gears on page 
198 of the 1944 Code is modified to provide an equitable means 0 
credit allowance where such gears are removed with broken 9 
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cracked casing. ties d 
A new table of arbitrary weights for five types of coupler specifi 
yokes most commonly used has been set up in this rule, to facilitat? gasolii 
preparation of and checking bills for freight-car repairs. the fc 
Dur 

Rule 107 and aj 

Item 32 covering tank outlet-valve-chamber cap is modified to and c 
include labor allowance for application of gasket other that New c 
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ubber. The item is also clarified to indicate that cap reapplica- 
ion charge can only be made on authority of a defect card and 
yhen the cap is found hanging by a chain. 

A new second paragraph is added to Item 108-A to provide 
silowances for lining or ceiling where nails are set but holes not 
puttied. R 

Item 256 is modified and new Item 256-A added, to provide for 
application of truck springs in National type B or B-1 trucks. 

The semi-annual review of labor rates as of October 1, 1943, 
disclosed that due to decrease in proportion of helpers and ap- 
prentices to mechanics, an increase in the A.A.R. labor rate frorn 
actual of $1.4187 (called $1.40) to $1.4374 (called $1.45) was 
in order. As a decision with respect to wage increases for non- 
operating employes was anticipated your committee decided to 
make no change in the labor rate effective January 1, 1944; but 
immediately the decision was announced all labor rates and 
allowances were reviewed, including combination labor and mate- 
rial items, and revised rates and allowances were made effective 
February 1, 1944, in Supplement No. 1 to the current Code. 


Rule 111 


New Item 15-A is added, to provide allowance for periodic 
attention to AB-1-B freight-brake equipment. 


Rule 112 


Because of the small number of box, hopper, gondola and 
covered hopper cars constructed during 1943, and because no 
refrigerator cars were reported built during the year in the 
United States, no change in settlement prices for any of these 
types of freight-train cars is recommended. 

‘Based on the cost of 452 tank cars constructed during 1943, 
recommendations are made in this rule with respect to repro- 
duction pound prices for new tank cars of all classes, in order 
that the supplement of August 1, 1944, may reflect 1943 costs in 
lieu of the figures shown in the present Code. 


Passenger-Car Rule 21. 


No modifications are recommended in this rule. 


Passenger-Car Rule 22 


Material prices were rechecked on the basis of quotations as of 
March 1, 1944, showing small changes in a few items as indicated 
by detail recommendations for revisions appearing under this 
rule. Aside from these price changes, no modifications are recom- 
mended in this rule. 

It is the intent of the committee to investigate labor and material 
costs again in October and if sufficient change develops, necessary 


irevisions will be made and inserted in the rules effective Jan- 


uary 1, 1945. 

The report was signed by A. E. Smith (chairman), vice- 
president, Union Tank Car Co.; J. D. Rezner (vice-chairman), 
superintendent car department, C. B. & Q.; P. Kass, superin- 
tendent car department, C. R. I. & P.; T. J. Boring, general 
foreman, Pennsylvania; H. H. Boyd, assistant chief motive power 
and rolling stock, Can. Pac.; A. H. Gaebler, superintendent car 
department, General Américan Transportation Corp.; and, G. J. 
Flanagan, general car inspector, N. Y. C. 

The report was adopted. 


Committee 
On Tank Cars 


(The committee reviewed, for the record, its extensive activi- 
ties during 1941-42 and 1942-43 including the development of 
specifications for emergency designs of chemical containers and 
gasoline car tanks required for military service and presented 
the following report of work done in 1943-44.—Editor.) 

During the year the committee considered a total of 170 dockets 
and applications for approval of 4,153 designs, covering materials 
and construction of new shipping containers for mounting on 
new cars or for replacement on existing cars.* One application 


POLY a eehantoa! Engineer 


covered one multiple-unit car to be used for the transportation 
of 15 Class I. C. C. 106-A-500 one-ton containers. Seventy-seven 
applications covered alterations in, additions to, or conversions 
and reconditioning of 2,857 existing tank cars or shipping con- 
tainers.* Seven applications. requested approval of tank car 
appurtenance designs, or materials with reference to specific cars.* 

At the solicitation of the Bureau of Service, the committee 
reviewed designs for, and provided recommendations with respect 
to, welded steel flasks proposed by the Navy department, Bureau 
of Aeronautics, for the transportation of helium. 


Definitions and Designating Letters 


The committee formulated a general revision of the Class T 
tank car type definitions and designating letters. The revised 
definitions provide descriptions of the various types of tank cars 
based on their physical characteristics and delete the former 
references to the ladings permitted to be charged into the tanks 
with which they are equipped. The revised definitions also 
provide a convenient code for the use of owners in listing their 
tank cars in The Official Railway Equipment Register. 

By direction of the General Committee recommendations of 
the Committee on Tank Cars were submitted to letter ballot. 
Notice of adoption of these recommendations is contained in 
Circular No. D. V.—1051. 


Substitutes for Tank Cars 


Starting in 1941, with the release of oil tankers from their 
normal service of supplying the eastern seaboard refineries, the 
demand for tank cars was greatly increased. Inability to meet 
this demand at all times resulted in there being brought to the 
committee’s attention all manner of suggested substitutes for 
the rail movement of petroleum and petroleum products. Upon 
review, a majority of these suggestions were found to be imprac- 
tical or involved serious hazards to rail transportation. Approval 
of these was withheld. 

For these few suggestions having some merit the committee 
authorized the fitting up of cars for service trails and restricted 
the use of these to the handling of the less hazardous inflam- 
mable materials. Those so authorized were as follows: 


Pennsylvania Class X-31 Auto Car Number 69741 


The Pennsylvania divided the body of this car into six com- 
partments and installed suitable piping and control valves for 
overhead loading and bottom unloading, including a venting as 
well as a Ventalarm arrangement for determination of required 
cell outage. Each compartment was equipped with a Mareng 


- Cell by the United States Rubber Company at their Mishawaka, 


Ind., plant. The cells were fabricated of material composed of 
two layers of balloon cloth between three layers of Type F A 
Thiokol. 

This car was placed in service between Floreffe, Pa., and the 
Pennsylvania enginehouse at Harrisburg, Pa., an approximate 
distance of 268 mi., handling No. 3 fuel oil. It was initially 


loaded on October 30, 1942, made a total of 16 trips, transported: 


193,965 gal. in loads ranging from 8,548 to 15,690 gal., with the 
last trip completed on November 17, 1943, bringing the total 
round trip miles to 8,594. 

Defects and failures not involving the cells proper occurred 
on every trip but No. 6. On the thirteenth trip, completed June 
10, 1943, oil was found dripping from the car under cells 4 and 6. 
After being unloaded it was moved to Altoona where, following 
a thorough examination, it was given a complete overhaul with 
the car and the wood compartment walls along with the piping 
being put in first-class condition. After the Mareng cells were 
replaced, these having been repaired at Altoona by representa- 
tives of the United States Rubber Company, the car was restored 
to service receiving its fourteenth load on September 17, 1943. 
When unloading the car on its sixteenth trip, cell 2 was found 
to be leaking. The car was returned to Floreffe for the seven- 
teenth trip with the instruction that cell 2 was not to be loaded. 


* The detail lists are not included in this abstract of the committee's 
report. 
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Upon attempting to load the car for Trip No. 17 on December 26, 
1943, leaks also appeared in cells 1, 3 and 5. 

As a result of final inspection on March 16, 1944, it was decided 
continuation of this test would serve no further useful purpose 
and authority was granted to discontinue it, dismantle the Mareng 
cell arrangement and restore the car to normal service. 


Santa Fe Box Car Number 118032 


The Atchison, Topeka & Santa Fe divided the body of this 
car into four compartments and installed suitable piping and 
control valves for overhead loading and bottom unloading, in- 
cluding a venting and an overflow piping arrangement to indicate 
maximum loading level of the tanks. Each compartment was 
equipped with a Flexitank by the Flexitank Corporation. The 
Flexitanks were fabricated of No. 6 canvas friction treated and 
coated on the lading side with du Pont Farraprene. 

This car was assigned to service between Lockport, IIl., and the 
Santa Fe Eighteenth Street enginehouse, Chicago, a distance of 
approximately 33 miles, handling Diesel fuel oil. It was initially 
loaded June 10, 1943, made a total of 60 trips up to March 31, 
1944, transporting 462,045 gal. in loads ranging from 4,845 to 
9113 gal. Starting with Trip 1 reports indicated some small 
leakage or slight seepage on all but two trips. The car was 
withdrawn from this service in April, 1944, as continuation of 
the tests would serve no further useful purpose. 


S. E. R. X (Formerly D. T. & I.) 


All-steel auto cars 13052, 13096, 13208 and 13224 were equipped 
with compartments, the necessary piping and four Flexitanks each 
by the Flexitank Corporation at its Aurora, Ill, plant. All 
four cars were loaded at West Port Arthur, Tex., on June 10, 
1943, with 9,400 gal. of: gas oil. They were unloaded at Gulf- 
port, S. I., N. Y., on June 20, 1943. Upon return to West Port 
Arthur one Flexitank in car 13052 and three Flexitanks in car 
13224 were reported to be defective. Information supplied us 
indicated cars 13052, 13096 and 13208 each made two loaded trips 
and car 13224 one loaded trip from West Port Arthur to Gulf- 
port. Cars were returned to the Flexitank Corporation during 
October, 1943, for restoration to their former condition, the test 
having been discontinued. 


Baltimore & Ohio Box Car Number 390000 


This car,’ equipped by the Baltimore & Ohio Railroad with 
four steel-lined wooden tanks having suitable piping arrange- 
ment for venting, outage determination, overhead ‘loading and 
bottom unloading, -was placed in service February 23, 1943, 
between Baltimore, Md., and Washington, D. C., hauling Diesel 
fuel oil. Examination made after they returned from its second 
loaded trip developed the steel linings of the wooden tanks had 
been distorted in several places, this being attributed to a severe 


shock. Finding it impractical to repair the original linings, all - 


‘four tanks were equipped with new ones. No further reports 
have been received of any difficulties with this car or its oil- 
carrying equipment since its restoration to the above service. 
Reports supplied us indicate that since installation of new linings 
and up to January 30, 1944, this car completed 43 trips during 
which it transported 510,284 gal. in loads ranging from 9,777 to 
12,238 gal. 


L. C. L. Corp. Cement Containers 


Early in 1943 the committee approved proposal of the L. C. L. 
Corp. to convert one hundred car sets of their air activated cement 
containers, which are regularly handled on gondola cars provided 
with suitable devices for retaining the containers in position while 
in transit, so as to make these suitable for the transportation of 
fuel oil and other petroleum products having flash point above 
80 deg. F. Some of the cars assigned to this service mounted 
five containers having a total capacity of 8,750 gal. while others 
had six containers having an aggregate capacity of 9,720 gal. 
No reports have been furnished to indicate that any difficulties 
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have occurred in the operation of these containers in petroley 
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products service. 


Baltimore & Ohio Box Car Number 390050 


It was quite apparent from the numerous suggestions for ney 
types of liquid transport rail vehicles offered that these did ng 
take into account the serious fire and explosion hazards involved 
in their proposed use. To indicate clearly the nature of equip 
ment that would meet with the committee’s approval for emer! 
gency service in the handling of the higher flash point petroleun 
products certain fundamentals, which it was felt would provi¢ 
a reasonable degree of safety, were first determined upon. Fo. 
lowing this, specifications for containers to be’ installed in hous 
type cars were drawn and arrangements made to fit up a test car 
based on these. It was agreed that only cars of which there wa 
some surplus should be used so that if the test confirmed th 
committee’s judgment additional cars could be equipped promptl 
should the demand continue. 


The specifications called for a design of welded containe 
having walls with minimum of 0.10 in., preferably 0.125 in. thick. 
ness in which the sides, ends and tops would be corrugated to pro. 
vide increased stiffness. The specifications also required the con. 
tainers to be equipped with a two per cent expansion dome having 
connection to covered roof openings for top loading and syphon- 
ing of contents. The Baltimore & Ohio furnished a car to the same 
design as the one it had fitted with steel-lined wooden tanks an 
arrangements were made with Youngstown Steel Door Company 
to fabricate and install the corrugated steel tanks with all neces- 
sary fittings. The completed car B. & O. 390050 equipped with 
five of these corrugated steel tanks having a total capacity 
12,500 gal. filled with water was subjected under direction of the 
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committee to impact tests at the Youngstown, Ohio, plant oi The | 
Youngstown Steel Door Company on April 20, 1943. the yea 

The test demonstrated that only some minor changes, partic. pepanet 
ularly having to do with improving the blocking arrangementf” June 
were necessary. -After these had been made the car was assigned Many 
to service on the Baltimore & Ohio between Canton, Md., ani have be 
Washington, D. C., handling Diesel fuel oil. It received its frag” “ 
load on May 6, 1943. Reports furnished cover a total of thirty- and to 
six loaded trips. During these a total of 457,503 gal. was handle 
in loads ranging from 12,533 to 12,969 gal. The committee is 
agreed that should there be need for additional equipment fo 
emergency transportation of petroleum products. having flash 
point above 110 deg. F. such cars as may be required should be 
fitted up along the same lines as was B. & O. box car 390050. 

The only defects developing during this service were fou 
slight leaks all being readily corrected without any loss oi 
service of this car. 

Toncan Iron Tanks 

Upon recommendation of the committee, as concurred in by Typi 
the Bureau of Explosives and supported by results obtained ing @ | 
service trials of 25 similar cars authorized by the Commission's—§ ™®" 
order of August 6, 1941, for experimental service trials trams - 






porting sulphuric acid, the I. C. C., by order dated October 2/, 
1943, authorized the construction and similar service trials of 5 
additional tank cars conforming to Specification I. C. C.-103-A 
except that Toncan iron plates were permitted to be substituted 
for specification openhearth boiler plate steel of flange quality 
in the fabrication of the tanks. 














Modification of Interstate Commerce Commissi0! 
Regulations 


To make available additional equipment for the transportatio! 
of liquefied petroleum gas having pressure not exceeding 45 |b 
gauge per sq. in. at 105 deg. F., then required to be promptly 
moved to processing plants to avoid shutdowns at the producing 
points due to lack of storage or at the processing plants because 
lack of these materials, the committee recommended modification 
of the Commission’s regulations to permit the use of inflammable 
liquid cars having some minor modifications for a limited tim 
and in a restricted territory be employed to relieve the situatiot. 
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petroley his recommendation was concurred in by the Bureau of Explo- 
ives and the required authorization is contained in I. C. C. order 
f January 8, 1944. 

The Commission’s order of January 8, 1944, also further 
nereased the utility of inflammable liquid cars converted for 
liquefied compressed gas service and so marked without the 
secessity of any physical changes, if the cars meet the specifica- 
tions prescribed, should it be desired to use these for the trans- 
ortation of inflammable liquids having vapor pressure not ex- 
of equipgeeeding 40 Ib. per sq. in., absolute, at 100 deg. F. This modification 
for emerfol the regulations resulted from recommendations submitted to the 
petroleungcommission by the committee and the Bureau of Explosives. 

d provid The report was signed by F. Zeleny (chairman), engineer of 
son. Fogests, C. B. & Q.; W. C. Lindner (vice-chairman), chief car 
7 inspector, Pennsylvania; A. G. Trumbull, chief mechanical engi- 
jeer, C. & O.; L. R. Schuster, engineer car construction, Sou. 
Pac.; R. D. Bryan, mechanical assistant, A.. T. & S. F.; L. R. 
(Christy, superintendent car department, Mo. Pac.; D. S. Clark, 
kdministrative assistant to head, School of Mechanical Engineer- 
ing, Purdue University ; A. E. Smith, vice-president, Union Tank 
Car Company; R. T. Baldwin, secretary, The Chlorine Institute, 
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ipped with Report on 
Loading Rules 


The annual report of the Committee on Loading Rules for 
the year 1944, covers all matters which have come before the 
committee since the last annual meeting report was presented 
rangement in June, 1941. is : ; : 

. _/ Many changes and additions in the rules in effect at that time 
is assigned : ; : : : : 

Md. ani have been made in the interim, this action being necessary by 
‘ your committee to meet the rapid change in shippers’ methods 
and to promote better and safer securement for the many 
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Drastic change in loading of steel plates has been made. This 
action was brought about by the fact that transcontinental ship- 
ments of this material were getting in difficulty because heavier 
loading was resulting in side movement where total vacant space 
between car side and load was 18 in. or less. Such shipments 
did not require side securement under the present rules, with 
the result that many loads were found shifted over to one side 
of the car, creating a grave hazard, and in many such instances, 
derailment of cars occurred. It was therefore, after tests and 
comprehensive study by your committee and the special sub- 
committee on Car Construction, deemed highly desirable on 
shipments of this character, to reduce the permissible total side 
clearance to 8 in. Incidentally, the personnel of the Committee 
on Loading Rules has been augmented by a special sub-commit- 
tee composed of the mechanical engineer of the division and four 
members of the Car Construction Committee to collaborate with 
your committee on loading problems. Their function is in an 
advisory capacity on engineering matters involving loading. 

During the past three years the responsibilities of the com- 
mittee have been greatly increased due to the transition from 
peace time to war time production of major industry. By 
reason of this fact, a large number of meetings resulted in order 
to cover every phase of the many loading problems presented to 
your committee by the War Department and shippers. Twenty 
meetings of the entire committee were held to dispose of the 
various subjects docketed for consideration. Twelve meetings 
of the Rules and Figures Committee were held for the purpose 
of preparing the necessary changes in general rules and figures 
and 30 meetings with various shippers’ groups throughout the 
country were held to collaborate on changes in loading practices. 
In addition to the above, 50 meetings were held with the War 
and Navy Departments by the special sub-committee on Army 
and Navy loading problems. All of this required considerable 
time on the part of your committee to obtain the desired results 
and create a better understanding between shippers and the car- 
riers. Again, as in the past, the cooperation of the shippers in 
working with your committee was of the utmost benefit, and 
they are to be highly complimented for their efforts and as- 
sistance in the formulation of the various changes and additions. 

During this year the Ordnance Department, United States 
Army, requested that a special supplement be prepared to cover 
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‘eport, including those incorporated in present Supplement 2, . 
Which cancelled Supplement 1, were adopted only after careful 


the loading of standard military vehicles not transported in com- 
plete trains accompanied by and under direct supervision of miili- 
This has been prepared and was issued June 1, 
1944, for the guidance of all concerned. Again, as in the past, 
the Army personnel are to be complimented for their cooperation 


tary personnel. 
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in the preparation of this supplement. It is hoped that it will 
be of material assistance to the shippers and carriers in the load- 
ing and transporting of military vehicles. 

(The committee here included a list of 10 general rules and 69 
detailed figures revised wholly or in part, also 15 detailed figures 
added and 3 deleted wholly or in part as published in Supple- 
ments 1 and 2 of the loading rules. The committee also included 


proposed additional changes in five rules and 38 figures which 


ott 
| 


Military equipment should clear brake wheel as much as possible, but 
not less than 4 in. below and 6 in. above, on all sides 


will become effective, after approval, with the next issue of the 
Loading Rules. The committee referred to the special supple- 
ment governing the loading of mechanized and motorized equip- 
ment which was published effective March 1 and included in 
the report a special supplement covering standard military vehicles 
not transported in complete trains which will be issued this 
month and later amplified to cover air force, engineering and 
artillery units ).—Editor. 

The report was signed by W. B. Moir, chairman, chief car 
inspector, Pennsylvania; C. J. Nelson, vice-chairman, superin- 
_ tendent interchange, Chicago Car Interchange Bureau; T. W. 
Carr, superintendent rolling stock, P. & L. E.; A. H. Keys, 
assistant superintendent car department, B. & O.; G. D. Minter, 
district car inspector, N. & W.; H. H. Golden, supervisor, 
A. A. R. Interchange & Accounting, L. & N.; H..F. Lyons, 
acting superintendent car department, Reading; H. J. Oliver, 
assistant superintendent motive power, D., T. & I.; F. A. Shoulty, 
assistant superintendent car department, C., M., St. P. & P., and 
K. A. Svenson, general car inspector, U. P. 


The report was adopted. 


Report on 
Geared Hand Brakes 


Preliminary tests of geared hand brakes made in the summer of 
1941 demonstrated a need for a revision of the A.A.R. specifica- 
tions covering these brakes. It was also recognized that it would 
be necessary to set up a prescribed method of testing such brakes 
and to make provision for issuing certificates of approval. Suit- 
able equipment was installed in the Draft Gear Testing Laboratory 
at Purdue University and to the present time the vertical-wheel- 
type hand brakes have been tested as shown in the table below and 
certificates of approval issued. 

Horizontal and lever-type brakes have not yet been’ tested. 
When consideration was given to the actual procedure to be fol- 
lowed in testing the horizontal-wheel brake it was realized that 
the section relating to that type in the 1942 revision of the speci- 
fications for geared hand brakes could not be followed. Wheels 
on these brakes are 16 in. in diameter as compared with 22 in. 
which is universal on the vertical type. Using two hands on a 
horizontal wheel, a man exerts about 28 per cent as much braking 
force as the same man exerts with one hand on a vertical wheel. 
This was established by test and necessitates the recommendation 
of a change in a part of the last paragraph of Section 2 of the 
caption Horizontal Wheel Brake on page E-62-October 1, 1942, of 
the Manual of Standard and Recommended Practice. As pro- 
posed, the text would read, “Hand-brake leverage ratio selected 
must provide braking power of not less than 20 per cent of total 
weight of car plus nominal capacity based on a force of 220 Ib. at 
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the rim of a 16-in. diameter wheel or equivalent loading.” The 
rule now reads, “——— based on a force of 125 lb. at rim of wheel.” 





Brakes Tested and Approved 

Type Designation 
Drawing 14038 
Drawing 1148 
Drawing 1124 
Drawing D-959 
Pattern D-2390-X 
Drawing 566 


Drawing 3450-A 
Drawing 4885 
Drawing 5550 
Drawing 5700 


Manufacturer 


‘i ax Hand Brake Company 
Champion Brake Corporation 

Champion Brake Corporation 

Kilasing Hand Brake Company 

W. H. Miner, Inc 

Superior Hand Brake Company 

Union Asbestos and Rubber Company 
(Equipment Specialties Division) 

Universal Railway Devices Company 

Universal Railway Devices Company 

Universal Railway. Devices Company 





The periodic lubrication of geared hand brakes has been given 
consideration and the committee recognizes the value of proper 
lubrication and is of the opinion that provision should be made 
for some definite interval at which the brakes should be given 
thorough lubrication attention. No recommendation is made at 
this time pending further consideration of the subject. 

It is recommended that a requirement be added to Interchange 
Rule 3 to provide that cars built new, or rebuilt (when not already 
equipped with geared hand brakes), on or after January 1, 1945, 
must be equipped with A.A.R. Approved Geared Hand Brakes. 

The report was signed by R. G. Henley (chairman), gen- 
eral superintendent motive power, N. & W.; E. P. Moses, en- 
gineer rolling stock, N. Y. C.; J. P. Lantelme, general foreman 
Pennsylvania, and W. I. Cantley, mechanical engineer, Mechazri- 
cal Division, A.A.R. 

The report was accepted with the exception of a single correc- 
tion; namely, the addition of a footnote to the last paragraph oj 
the report stating that it refers to vertical-wheel hand brakes 
only. Necessary items in the committee’s report were ordered 
referred to letter ballot. 


Brakes and 


| Brake Equipment 


Air Brake Cylinder Packing Cups 


In 1935, The Garlock Packing Company submitted samples 
of their brake cylinder packing cups No. 7752, with a request 
that the use of such cups be permitted on cars offered in inter- 
change service. Through the services of a member railroad, a 
number of these cups were procured for test purposes and a 
sub-committee appointed to follow the tests. These cups were 
compared with present cups at temperatures of —30 deg. F. and 
+160 deg. F. as well as placed in actual road service for a 
number of years on caboose cars. 

The sub-committee has made a favorable report on the service 
of these cups on the basis of the above tests, in which this com- 
mittee concurs, and we recommend that the Garlock packing cups 
No. 7752 be permitted for use on cars offered in interchange 
service. 


Tests of D-22 Control Valves 


The HSC brake equipment, now being widely used on modern 
passenger cars and Diesel locomotives employing the D-22 type 
of control valve, was designed and constructed to produce satis- 
factory operation over long periods of time with the minimum 
amount of maintenance. This was accomplished by giving due 
consideration to such features as proper filtering of the aif 
through efficient strainers and including other design features 
that have proved satisfactory in the AB valve. 

In order to determine the condition of the parts of this equif- 
ment, after various months of road service, eight member rail- 
roads have agreed to participate in exténded tests which will 
involve approximately 150 cars. These roads operate in all 
sections of the United States so that various climatic conditions 
will be encountered. This test program has been discussed with 
the director of the Bureau of Safety of the Interstate Commerce 
Commission and is also being actively participated in by the aif 
brake manufacturers. 

The purpose of these tests is to determine the proper periodic 
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leaning time for this type of equipment and the fact that all 
»quipment under test was given a complete test and inspection 
pefore being sealed indicates that reliable data will be obtained 
py the sub-committee which is closely following the tests. 
Over 100 of these cars are now sealed and operated in service, 
ome of which are almost due for their first inspection after 18 
nonths of service. 

This is submitted as information and a report of progress. A 
omplete report will be prepared at the expiration of all tests 
with our recommendations. 


AB Brake Piston Sleeve Lubrication 


The present design of AB brake cylinder non-pressure head 
is a construction of pressed steel having a felt swab and grease 
for lubrication of the piston sleeve with three brass rings for 
excluding dirt from the cylinder past the piston sleeve. This 
construction has not proved entirely satisfactory from a main- 










tenance and operating standpoint and the air brake manufacturers 
have designed an improved non-pressure head for this type of 
cylinder that has been in test service on one member road since 
1938, and en another since 1940, 

The improved non-pressure head differs from the present 
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treating it in the same manner as the maintenance instruction 
pamphlets. 

The joint sub-committees have reviewed this specification and 
have made many recommendations therein to conform to A.A.R. 
requirements. They also recommend certain changes in the 
various plates of the supplement to the A.A.R. Manual in which 
the committee has concurred with certain slight modification. 

The only confliction in the revised Specification No. 2518 with 
present A.A.R., recommended practice is that shown on Page 
E-15, Par. 6 of the manual, wherein it specifies that the retaining 
valve pipe should be supported by clamps not to exceed 6 ft. 
apart, adopted in 1899. Present car construction does not readily 
lend itself to this dimension and a dimension of “8 ft. or less” 
is recommended; this recommendation being concurred in by the 
Committee on Car Construction. 


Curtailment of the Use of Rubber 


From time to time we have received suggestions for the use 
of an extended nipple on air brake train line hose with a hose 
shorter than standard in order to conserve rubber. We have 
endeavored to retain the standard length of air brake hose (22 
in.) in order to obtain the necessary flexibility and avoid exces- 
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Fig. 1—AB brake cylinder with 


standard as follows: (a) Cast iron has been substituted for 
pressed steel. (b) Felt packing has been substituted for the 
metal seal rings around the hollow sleeve and is held firmly against 
the sleeve by the compression of the piston release spring 
exerted through a follower. This felt ring is saturated with 
oil at the time of application to lubricate the hollow sleeve. (c) 
A cast tubular projection extending slightly into the cylinder, 
restricts vertical vibration of the piston release spring, thus 
preventing the spring from contacting the hollow rod, and thereby 
marring it. This particular feature will overcome the condition 
mentioned by this committee in our report of April 28, 1941, as 
observed on the inspection and test of AB freight brake equip- 
ment on the Pennsylvania and the Santa Fe. Grease grooves for 
pressure lubrication of the packing cup have also been omitted 
as they did not prove practical and were never used. 

The manufacturers advise that there will be no increase in 
the cost of the improved non-pressure head over the present 
pressed steel head in complete AB brake equipment or complete 
AB brake cylinder. 

It is recommended that this improved design of non-pressure 


head for the AB brake cylinder be approved and the manufac-' 


turers be immediately authorized to proceed to. manufacture it. 


Pipe Failures and Pipe Clamps 


The investigation of broken pipes on freight cars by the joint 
sub-committee of the Car Construction Committee and this 
committee indicated that sufficient stress has not been given to 
Ps proper installation of the pipes when they were applied to 

© car. 

In line with past practice of using the air brake manufacturers’ 
maintenance instruction pamphlets, in which no changes are 
made without this committee’s approval, it was suggested that 
their specification No. 2518 covering the installation of the AB 
freight car brake equipment be reviewed with the intent of 
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improved cast non-pressure head 


sive leakage at -the hose coupling under various draft gear 
conditions by setting up a method of splicing hose which has 
aided considerably in the conservation of rubber. Tests conducted 
by one member road with an extended nipple on a shorter than 
standard hose, but having an overall length over coupling and 
nipple as standard, definitely proved that this method should 
not be permitted, as a partial passing of the couplers can move 
the angle cock to such an extent that the short length of hose 
coupled therewith can interfere with proper operation of the 
brake equipment. 

The most outstanding change in equipment for conserving rub- 
ber is that of locating the angle cock in the present A.A.R. 
standard “preferred” location and it is recommended that this 
be done whenever conditions permit. 


Parts for AB-4-12 Brakes 


A considerable number of freight cars are in service equipped 
with the AB-4-12 brake equipment some of which are trans- 
porting critical and essential material. It is important that such 
cars should not be delayed in case of failure to any of the essen- 
tial parts of this equipment. It is recommended that individual 
railroads carry such repair parts in stock as are necessary to 
protect the opération of cars so equipped over its line without 
unnecessary delays. The primary differences between the AB- 
4-12 and the AB-10 equipment consists only in the additional 
transfer valve and a combined 4-12 brake cylinder instead of a 
10-in. cylinder. 

The report was signed by R. E. Baker (chairman), principaf 
road foreman, general supervisor of air brakes and train control 
equipment, B. & M.; J. P. Lantelme (vice-chairman), general 
foreman, Pennsylvania; W. H. Clegg, general superintendent of 
motive power and car equipment, G. T. W.; T. L. Burton, air 
brake engineer, N. Y. C.; C. H. Rawlings, superintendent of air 
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brakes, D. & R. G. W.; R. J. Watters, general air brake in- 
spector, N. P.; O. H. Swan, supervisor air brake instruction, 
U. P.; R. E. Anderson, general air brake inspector, C. & O.; 
A. J. Pichetto, general air brake engineer, I. C.; R. N. Booker, 
general air brake inspector, Sou. Pac.; F. T. McClure, super- 
visor air brake, A., T. & S. F.; H. I. Tramblie, air brake in- 
structor, C., B. & Q. 

The report was accepted and necessary items referred to letter 
ballot. 


Revisions of the 
Interchange Rules 


During the year Cases 1799 to 1802, inclusive, have been decided 
and copies forwarded to the members. 

With the concurrence of the Committee on Couplers and Draft 
Gears, it is recommended that effective dates of Rule 3 require- 
ments prohibiting acceptance from owners of cars equipped with 
5-in. by 5-in. couplers and prohibiting the interchange of cars 
equipped with Type E bottom rotary operated couplers having sep- 
arate lock-lift lever and toggle be extended to January 1, 1946. 


A new third paragraph is recommended for addition to Rule 16 
to provide stenciling to indicate special protective coatings applied 
to the inside of tank cars, as a means of avoiding unnecessary dam- 
age when entering tanks for inspection or ‘repairs, and in con- 
nection with steaming and cleaning operations; also to establish 
responsibility for damage to such coatings. 


Based on satisfactory tests, upon recommendation by the Com- 
mittee on Couplers and Draft Gears, it is recommended that the 
Emergency Welding and Limitations section of Rule 23 be modi- 
fied to permit welding of transverse and shrinkage cracks in the 
shanks of couplers, from the rear end of the shank to and including 
the back wall of the horn. 


Modification of Rule 94 is recommended to limit bills on author- 
ity of defect cards, in cases where car owner elects to dismantle 
instead of repair the cars, to A.A.R. depreciated value of car less 


salvage, in order to harmonize with similar provision appearing in 
Rule 112. 

Modifications are recommended in Rule 98 to provide for mark- 
ing of one-wear wrought-steel wheels which are turned account 
built-up metal or out-of-round, and to establish charges and credits. 

Recommendation is offered for a modification of Rule 122, to 
provide a method for handling shipments of material ordered from 
car owner for repairs to his cars, effecting settlement of transpor- 
tation charges, which should reduce billing and correspondence 
details. 

No modifications necessitate submission to letter ballot. 

All recommendations for changes in the Rules of Interchange 
submitted by members, railroad clubs, private car owners, etc., 
have been carefully considered by the committee and where ap- 
proved, changes have been recommended. 

Attention is again directed to the fact that the Arbitration Com- 
mittee will not consider questions under the Rules of Interchange 
unless submitted in the form of Arbitration Cases as per Rule 123. 


Rule 2 


The committee recommends that the second -paragraph of this 
rule be modified, effective August 1, 1944, as follows: 

Proposed Form: Empty cars offered in interchange must be, ac- 
cepted, provided they conform to the requirements of Rule 3 and 
are in safe condition for movement, the receiving road to: be the 
judge. 

Reason: To prevent delays now being incurred in movement of 
bad-order cars to home shops for repairs. This recommendation 
has the concurrence of the Operating-Transportation Division. 


Freight Rule 3 


The committee recommends that effective dates for various re- 
quirements in the present rule as listed below, now set at January 
1, 1945, be extended to January 1, 1946: 


Section (b), Paragraph (7)—Brake levers: metal badge plates. 
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Section (b), Paragraph (9)—Braking power: braking ratio. The Co 
Section (c), Paragraph (10)—Couplers, having 5-in. by 5-if}js rule ( 


shanks. ng repair 
Section (c), Paragraph (11)—Couplers having 5-in. by 7-i Propose 
shanks. Reason. 


Section (c), Paragraph (12)—Couplers, bottom rotary operatefl The co: 
not equipped with assembled riveted type lock lift lever and toggle (whi 

Section (d), Paragraph (3)—Application of welded T or L se@fepairs to 
tion truck sides. ~B 20. Ser 

Section (t), Paragraph (10)—Tank cars; metal placard holdergfype E c 

Section (u), Paragraph (4)—Class E-3 cars not to be acceptdl Reason 
from owner. nd toggl 

The matter of extension in effective dates for requirements iifRyle 18. 
volving AB brakes and bottom-rod and brake-beam safety supporffiifters to 
has been referred to the General Committee. 

The committee recommended modifications in Section (h) 
provide for the recommendation in the report of the Committee 














Geared Hand Brakes with respect to the requirement of approvell The C 
hand brakes on cars built new or rebuilt on or after January § nipitis 
1945. This revision in final form will be issued later. + L-sect 
1, 1945, 1 
Rule 9 Reason 

Rule 3. 
The Committee recommends that the third requirement opposit{ The C: 


the item “General” in this rule be modified effective August lsency W 


1944, as follows: nodified 
Proposed Form: Feet of lumber. Note: When flooring, sid Propo: 
planks or end planks are applied, show symbol M to indicatieracks ir 
matched lumber, or symbol SE if straight edge lumber is appliedifto and ir 
Reason: This information is necessary in order to computifiis no lim 
board foot measure under Rule 102. Reasoi 
Jommitt 

The C 

Rule 16 Section | 


The Committee recommends that a new third paragraph be addefgo" Page 


to this rule, effective August 1, 1944, to read as follows: Conve 
' Proposed Form: .When special protecting coatings are applied having : 
to the inside of tanks of tank cars, tank should be stenciled show§?/s-in- t 
ing kind of coating and date (month and year) of application. | accordat 
a destroyed or badly damaged car is not so stenciled settlement oi 1—Sh 
depreciated-value basis in accordance with note under Paragraph § 2—Dr 
Section B of Rule 112 will not apply. To protect these specid 3—Gr 
coatings, stenciling at least 2 in. in height may be applied on side! 4—Be 
of dome, or on sides of tank near ladders, such as “Do Not Pu tion) al 
Steam or Boiling Water in This Tank,” or such other caution a mitted. 
may be necessary to protect the coating. If, in connection witl STi 
steaming, cleaning or entering tank for inspection or repairs, the?" and 
coating is damaged and the car does not carry such caution stencil-§'TesP« 
ing, any damage to protective coating will be car owner’s re 6—Af 
sponsibility. shielded 
Reason: To avoid unnecessary damage to special protective. /—Al 
linings in tanks of tank cars. ing. (S 
Reasc 
Commi 
Rule 17 a 

The Committee recommends that reference in Remarks colum! 

for Items 26, 28 and 30 of the table in Paragraph (c-2) of this 
rule be modified effective August 1, 1944, as follows: The» 
Proposed Form: 26. No charge if applied to or with Type Essent 
coupler. If Type D-9 knuckle is removed, average credit show! 1, 1944, 
in Rule 101 must be allowed. Prop 


excess 





28. No charge if applied to or with Type E coupler. If Typ 


D-9 or D-11 knuckle is removed, average credit shown in Rule 10! me bu 
must be allowed. — re 
30. No charge if applied to or with Type E couplers. If Typ sof b 
VE 


E-9 knuckle is removed in good condition, secondhand credit must 
be allowed. If Type D-9 knuckle is removed, average credit show! 
‘in Rule 101 must be allowed. 

Reason: To harmonize with Rule 101 and 104. 
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Rule 19 Rea: 
The Committee recommends the effective date of Item 14 of this buckle 
rule, prohibiting the application -of welded cast-steel truck side 
frames having «T- or: L-section compression or tension membefs, 
now set at January 1, 1945, to be extended to January 1, 1946. 
| Reason: To harmonize with extension recommended under “ore 
or thi 








Rule 3. 
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; ratio. The Committee recommends that a new last item be added to 
. by 5-ifjis rule (which specifies materials that must not be used in mak- 
ig repairs to foreign cars), to read as follows: 


by 7-if Proposed Form: Pipe unions in hand rails of tank cars. 
Reason: The use of pipe unions for this purpose is not permitted. 
y operate The committee recommends that a new item be added to this 


und toggl®ule (which specifies materials that must not be used in making 
or L se epairs to foreign cars), to read as follows: 
-— 20. Separate bottom rotary operation toggles and lock lifters of 
rd holder ype E couplers. 
€ accept Reason: Application of the assembled unit type of lock lift lever 
nd toggle (having.the parts riveted together) is specified under 
ements iffRule 18. Therefore, application of the separate toggles and lock 
y supporifters to foreign cars should be prohibited. 


on (h) 

nmittee ¢ Rule 23 

aPProvel The Committee recommends effective date of the requirement 

January B ohibiting the welding of cast-steel truck side frames having T- 
yr L-section compression or tension members, now set at January 
1, 1945, be extended to January 1, 1946. 

Reason: To harmonize with extension recommended under 

Rule 3. 

it Opposit{ The Committee recommends that paragraph (c-1) of the Emer- 


August lBency Welding Regulations and Limitations Section of this rule be 
modified effective August 1, 1944, as follows: 
ring, sid Proposed Form: (c-1) Transverse cracks, including shrinkage 
O indicatferacks in the shank of the coupler from the rear end of the shank 
is applieifto and including the back wall of the horn, may be welded. There 
> cComputifis no limitation in the length or depth of cracks that may be welded. 
Reason: To conserve critical material; as recommended by the 
Committee on Couplers and Draft Gears. 
The Committee recommends that a new sub-section be added to 
Section C of this rule, effective August 1, 1944, to follow Fig. E-1 
h be addeion page 98 of the current code, to read as follows: 
. Conversion of 6%-in. to 9%-in. butt couplers—(c-4) Couplers 
having 5-in. by 7-in. shank with 6%4-in. butt may be converted to 
9%-in. butt by welding metal shims on top and bottom of butts in 
accordance with the following regulations : 
1—Shims should be cut to proper size—1%¢ in. by 5 in. by 5% in. 
2—Drill shims in pairs to match holes in related coupler butts. 
3—Grind coupler butts to give neat seating of shims. 
4—Bevel shims % in. at 60-deg. angle (or give J-weld prepara- 
tion) all around contact face. No bevelling of coupler butt per- 
mitted. 
5—Tighten shims to welding position on coupler butt by dummy 
pin and key, and exercise care to see that shim edges are flush with 
corresponding edges of coupler butt. 
6—After shims are thus in position, weld to coupler butt by the 
shielded-arc electric method. 
_7—All sharp corners of applied shims must be removed by grind- 
ing. (See sketch following, designated as Fig. E-3.) 
Reason : To conserve critical material ; as recommended by the 
Committee on Couplers: and Draft Gears. 
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Rule 44 


The Committee recommends that a new sentence be added to 
h Type EmPresent Note B following Section (4) of this rule, effective August 
dit shown | 1944, as follows: 
Proposed Form: Note B.—The bending of steel center sills in 
If Type Xcess of 24% in. does not refer to sagging or bowing, but to def- 
Rule 10) § Mite buckling or abrupt bends. The term “between bolsters” means 
'rom rear edge of body bolster at one end of car to rear edge of 
_ If Type ody bolster at opposite end of car. Where both center sills are 
edit must "Bt vertically or horizontally between body bolsters and bending 
dit shown}'S accompanied by definite buckling or abrupt bends, the damage 
shall be considered as being in excess of Paragraph 4(b) if the 
total deflection in each sill is in excess of 2% in. measured ver- 
tically or horizontally between two adjacent crossbearers or be- 
tween body bolster and first crossbearer. 


Reason: To clarify the intent as to method of measurement for 
buckled sills. 






14 of this 

ruck side < 
members, 

1946. Rule 60 

led under® The Committee recommends that Note 3 following Section (1) 


of this rule be modified to eliminate reference to brake-pipe 


al Enginett 
94 


ULY, 1 JULY, 1944 anical Engineer 








strainer, effective August 1, 1944. (No change in list of approved 
parts except item of Brake Pipe Strainer is eliminated.) 

Reason: As recommended by the Committee on Brakes and 
Brake Equipment, account former objectionable types of strainers 
now out_of service. 


Rule 66 


The Committee recommends that Item 4 in Section (j) of this 
rule be modified, effective August 1, 1944, as follows: 

Proposed Form: (j) Journal bearings shall be considered as 
requiring renewal : 

4. When lining is worn through to brass either at crown or side. 

Reason: To clearly indicate this provision is not applicable to 
bearings having the lining worn through at the fillet end only, as 
recommended by the Committee on Lubrication of Cars and 
Locomotives. 


Rule 82 


The Committee recommends that first paragraph of this rule be 
modified as follows: 

Proposed Form: Rule 82. Cast-iron, cast-steel or 1-W wrought- 
steel wheels which take: remount gauges shown in Figs. 7 and 8; 
and cast-iron or cast-steel wheels which take tread worn hollow 
limit for gauges for remounting shown in Fig. 8-A; and cast-iron 
or cast-steel wheels with tread defects as follows (a, b, c and d) ; 
shall be classed as scrap, except as otherwise provided for 1-W 
wrought-steel wheels in Paragraph (i-2) of Rule 98. These gauges 
or the following remount limits (a, b, c and d), must not be used 
for condemning wheels under cars. Wheels which do not take the 
remount gauges, or which have not reached the defect limits speci- 
fied below (a, b, c and d), shall be classed as secondhand. 

Reason: To clarify the intent with respect to 1-W wrought- 
steel wheels. 


Rule 94 


The Committee recommends that the last paragraph of this rule 
be modified, effective August 1, 1944, as follows: 

Proposed Form: If the owner elects to dismantle the body or 
trucks, or both, charge may be made for such material, the renewal 
of which would have been required for the repairs covered by the 
defect card, but such charge to be confined to the actual material 
stated on card. Also, in case of items damaged which could have 
been repaired, labor charge may be made for such items on basis 
of labor for straightening or repairing same, but no labor charge 
is permitted for the R. and R. of any part and no other labor shall 
be charged in such cases except insofar as labor is already included 
in the A.A.R. prices for material. 

However, under any of these circumstances bill on authority of 
defect card may not exceed the A.A.R. depreciated value of car, 
less salvage. 

Reason: Responsibility of road issuing defect card should not 
exceed the depreciated value of car less salvage. 


Rule 98 


The Committee recommends that Paragraph (c-1) of this rule 
be modified, as follows: 

Proposed Form: (c) (1) On basis of Rule 82, cast-iron, cast- 
steel, or 1-W wrought-steel wheels (except as otherwise provided 
as Paragraph i-2), when condemned by remount or other remount 
limits applicable, shall be credited as scrap when removed from 
service; responsibility for same being governed by responsibility 
for defective mate wheel. If mate wheel is not defective, the re- 
sponsibility for wheel condemned by remount gauge or other re- 
mount limits, will be governed by responsibility for defective axle 


on which mounted. In such case when wheel is condemned by ° 


remount gauge or other remount limits, the specific cause for so 
condemning shall be stated on billing repair card. Wheels con- 
demned by remount gauge or other remount limits must hot be 
applied to foreign cars. Remount gauge or other remount limits 
must not be used for condemning wheels under cars. 

Reason: To clarify the intent with respect to 1-W wrought- 
steel wheels. 

The Committee recommends that Paragraphs (1) and (5) of 
Section (i) of this rule be modified, effective August 1, 1944, 
as follows: 
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Proposed Form: (i) (1) Charges and credits for one-wear 
wrought-steel wheels shall be on basis of prices new, secondhand 
and scrap, as per Items 194-C and 194-D of Rule 101; except that 
in cases of such wheels condemned for any defect, which can be 
reclaimed .by turning as specified in the following paragraphs, 
charges and credits shall be on basis of service metal in the tread © 
above the 34-in. condemning limit, as measured by the leg of the 
A.A.R. steel wheel gauge without deducting the finger reading, 
plus the scrap value of metal inside the condemning limit as speci- 
fied in Rule 101, but in no case to exceed secondhand value of the 
wheels. Price for such service metal shall be $1.52 per sixteenth 
inch for wheels 50-ton or less and $1.65 per sixteenth inch for 
70-ton wheels. When crediting such wheels removed 0.7 hours 
labor per wheel should be deducted to cover the cost of turning. 

Note.—In all cases of such wheels removed and condemned for any de- 
fect, the over-all thickness of tread before turning must be shown for each 
wheel at top of wheel and axle billing repair card, and also show in the 
“after turning” column the sixteenths of service metal (remaining after 
turning) measured as prescribed above. For each wheel applied which has 
been reclaimed by turning, the sixteenths of service metal measured as 
prescribed above must be shown in the “after turning” column. 

5. The one-wear wrought-steel wheel is identified by marking 
“1-W” on back of flange near wheel number or manufacturer’s 
name. When such wheels are turned as specified in Paragraphs 
(2), (3) and (4), or on account of being slid flat, the letter T 
(% in. in height) must be legibly stamped on the wheel following 
the identification mark “A.A.R.-1W” on back face of the rim; this 
“1-WT” marking to be shown on repair records for such wheels 
when applied or removed. Wheels reclaimed by grinding must 
not be stamped “1-WT.” ; 

Reason: To clarify the intent with respect to one-wear wrought- 
steel wheels condemned account out-of-round, built-up tread and 
slid flat, which can be reclaimed by turning. 


Rule 101 


The Committee recommends that Item 58-B and note following 
be eliminated from this rule, effective August 1, 1944. 

Reason: As recommended by the Committee on Brakes and 
Brake Equipment, account former objectionable types of strainers 
now out of service. 


Rule 111 


The Committee recommends that Sub-Item (9) of Paragraph 
(b) under Item 15 be eliminated from this rule, effective August 
1, 1944. 

Reason: As recommended by the Committee on Brakes and 
Brake Equipment, account former objectionable types of strainers 
now out of service. 


Rule 112 


The Committee recommends that note under Paragraph 8 of 
Section B of this rule be modified, effective August 1, 1944, as 
follows : 

Proposed Form: Note: Settlement for special protective coat- 
ings applied to inside of tanks of tank cars for which per pound 
reproduction prices are specified, providing tank is stenciled show- 
ing kind of coating and date (month and year) of application, 
shall be additional and on basis of reproductiori cost depreciated 
from date of application at two per cent per month on straight 
line basis, subject to a depreciation limit of 90 per cent. The same 
method shall be used in settling for cost of renewal of such coat- 
ings, if necessary, in a damaged tank that is repaired. 

Reason: To provide equitable settlement for renewal of special 
protective coatings on inside of tanks of tank cars which are 
repaired. ys 


Rule 122 


The Committee recommends that first and second paragraphs of 
this rule be modified and Interpretation No. 3 eliminated, effective 
in the next supplement, as follows: 

Proposed Form: Rule 122. Companies shall furnish to each 
other, upon requisition, materials for repairs of their cars on for- 
eign lines. The material must be forwarded promptly by freight 
or express, charges prepaid from point of shipment in cases of car 
owner’s defects. In cases of handling line defects, the material 
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should be forwarded with transportation charges collect, in whi¢ 
event the repairing line may reclaim only for that portion of th 
movement over its line. 

Requisitions for such material shall specify that same is for re 
pairs of cars, giving car number and initial of such car, togetha 
with pattern number, sketch or other data to enable correct filling 
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of requisition, also responsibility for the repairs. a s 
Interpretation (3) (Vacant.) ily ps 
Reason: To reduce correspondence and eliminate rendering bill vorn thre 

covering transportation charges on material furnished by car own 

ers for repairs to their cars on foreign lines. 

Passenger Rule 2 prose 
roller-bea 
The Com:nittee recommends that the effective date of Paragrapifiijad at s 


(e) of this rule, with reference to equipping all-steel or steel under, 
frame cars with cardboards or suitable receptacles for accommods. 
tion of defect and joint evidence cards; and also effective date ¢j 
Paragraph (f) covering the application of brake shoe spark shield 
to passenger train cars having underneath exposed wood part 
over the wheels, both requirements now being set at January | 
1945, be extended to January 1, 1946. 


Reason: The present situation justifies these extensions. 
The report was signed by J. P. Morris (chairman), generd 
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mechanical assistant, A. T. & S. F.; J. A. Deppe (vice-chairman), Je 
superintendent car department, C. M. St. P. & P.; W. N. Met The 
simer, assistant superintendent of equipment, N. Y. C.; L. Richfhice of a 
ardson, mechanical assistant to vice-president and general mani venting 










ager, B. & M.; G. E. McCoy, assistant general superintendent ca 
equipment, Can. Nat.; E. L. Bachman, general superintendent mo- 
tive power, Pennsylvania; A. E. Smith, vice-president, Union Tank 
Car Company, and M. F. Covert, general superintendent of equip- 
ment, General American Transportation Corporation. 
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The report was accepted except the revisions of Section (h) oj 
freight-car Rule 3, modifications of which will be issued later. 














Month 
AAR. 1 
A summ 
Lubrication of 
Cars and Locomotives a 
. in 194] 
The last published report of the committee was made in 1941; 
brief mimeographed reports have been made to the General Com{§———— 
mittee during the past two years. In this report, only such subjects 
as hold general interest or require action by the membership ar 
covered. 
Interchange Rule 66 } 
(1) Methods of Packing Journal Boxes—A revision of, the ary 
’ standard specification for Journal Boxes, Standard Method olf March 
Packing, resulting from da half of study is attache yo 
g, res g irom a year an 7 “ee May .... 
as an appendix to the report. It is largely a rearrangement 0 j= Rs ig 
present instructions in the interest of continuity, the rewordin ee 
of some sections and revision of others to incorporate the prac September 
tices agreed to by the committee as conducive to best get i: 
eral practice for packing journal boxes on cars in interchange December 
service. It is recommended that the revision be submitted as #7.) 
letter ballot item. A mixture of 50 per cent new and SM «4..,, 
per cent renovated waste is recommended for packing wit! 
Specifications M-904, M-905, M-906 and M-910 remaining 4% 
the minimum requirements for the materials used in making MM has pe. 
journal packing. Preparation of packing is to be as before Will matter . 
the exception that prepared packing in storage containers is ca, = 
be turned over at least every 5 hours instead of every 24 # 
under the previous reading of the rule. If the packing is 10 
turned over oil in the bottom of the container must be draw! 
off and poured over the top of the packing. The cleaning "J This 
journal boxes before packing is dealt with and the use "J live sut 
dust-guard plugs required in addition to the closely fitting bos larized 
lids and dust guards previously mentioned in the rule. Packin 1943, 
procedyres still prohibit the use of machine-made back roll for cor 
and, in addition, rolls tied with twine. The use of free oil i prepara 
such boxes as do not appear to contain sufficient oil after box key po; 





are repacked is also required. : 
(2) Periodic Repacking of Journal Boxes—Increase in Ti 


ough c 
during 
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in whic ‘. 
on of thafor Mandatory Repacking—The matter of changing the present 
andatory repacking from 15-14 to 18-17 months was intensively 
tudied, as was the question of billing change from 9-14 to 12-17 
jonths. The results of a survey conducted by the committee in 
June and July, 1943, are reported. 

(3) Clarification of Section (j), Item 4.—This provision is 
not to be applicable to bearings worn through at the fillet end 
nly and the language is changed to read, “(4) when lining is 
worn through to brass, crown and sides only.” 





is for re 
togethe 
ect filling 














ring bill 
car Own 





Roller-Bearing Lubrication 


Progress has been made in arranging for laboratory tests of 
oller-bearing lubricants which will be subjected to full journal 
load at speeds up to 100 m.p.h. with characteristics studied over 


sel under, te Page. S 
sta a temperature range from sub-zero (starting) to 100 deg. F. 


‘aragraplh 





re date of 
vic shield Journal-Box Lids 
90d pari Revision of Specification M-120, Journal Box Lids, has been 


anuary |, receiving study and it is planned to forward a revised speci- 
fication to the General Committee with recommendation for sub- 
. mission to a letter ballot during the coming year. 
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Journal-Box Packing-Retaining Devices 


The committee has kept in touch with developments in the 
use of devices suggested for holding packing in place and pre- 
venting waste grabs and member roads using them:are en- 
couraged to keep them in service to determine service life 
However, no conclusions have been reached warranting recom- 
mendations for the mandatory use of such devices or the adop- 
tion of any device or devices of this class as A.A.R. standard 
practice. 

on (h) of 


Prevention of Accidents Due to 
Burned-Off Journals 


The committee has given extensive study to the problems 
involved in this subject and have made recommendations looking 
to their solution. Briefly, these recommendations cover the carry- 
ing out of a research program involving study of the phenomena 
of serious overheatings culminating in burned-off journals and 
hot-box alarm devices for indicating such condition to train or 
engine crews before burn-offs develop. 

The report was signed by J. R. Jackson (chairman), engineer 
of tests, M. P.; L. B. Jones (vice-chairman), engineer of tests, 
Pennsylvania; P. Maddox, superintendent car department, C. & 
O.; A. J. Pichetto, general air-brake engineer, I. C.; W. G. 
Aten, mechanical inspector, lubricating matters, C. 5. & 3; 
J. Mattise, general road foreman of engines, C. & N. W.; J. W. 
Hergenhan, assistant engineer, test department, NN. ¥. G.. and, 
D. C. Davis, lubrication supervisor, A. T. & - e F 

The report was accepted and necessary items ordered referred 
to letter ballot. 


Committee on 
Specifications for_Materials 


The Committee on Specifications for Materials has had under 
consideration, and have made the following changes and revisions 
in certain standard specifications and emergency specifications : 

Specifications M-101-41, axles, carbon steel, for cars and loco- 
motive tenders, carry, in Par. 23 (a) a sentence which deter- 
mines the dimensions of the countersinks in the end of the axle. 
Owing to the fact that larger countersinks have been found 
desirable for large axles, and a different design of countersinks 
for roller bearing axles, this sentence as it now reads is in 
conflict with latest developments. 

It was therefore decided to omit all reference to dimensions 
from the specifications, leaving them to be indicated by the appro- 
priate committees handling designs. The changes involved in 
these specifications are as follows: Revised form 23—Workman- 
ship—(a) The axle shall conform to the size and shape specified 








ater, Hot-Box Statistics 
Monthly statements of freight-car hot-box records on all 
A.A.R. member roads have been compiled since September, 1942. 
A summary of these are presented in the table. 
Dust Guards—General 
Revision of Specification. M-903, Dust Guards, recommended 
—" in 1941 has since been adopted by letter ballot. Much trouble 
eral Com: 
h subjects 
ership are 


Monthly Freight Car Hot-Box Statistics 


as reported by A.A.R. 


Total freight car mileage 
A 








Total car set-outs* Average miles per set-out* 
se = 

















P 
m4 Month 1942 voile 1944 * “1942 1943 1944. “ 1942 1943 1944 
on of, thi Pp SES Ah Aye! DAC eave led 999,962,588 3,293,864,472 eka 7,760 <p ere er 
re eT *ineecr-- seeeee 2,865,616,217 3,174,542,468 ae 8,698 ame 3291486 492.788 
gore eee 3°233,014225 1 We a eee ime. 
ar, | eee ee Sy ren sare. one ya agbab es Me ss 2 e5 eee 
gement Of June... ..-eseeee seats eo rr we es eae. «eae unk ree 
rewordn@gmmas °7*2 3020884 oo -wasbes rrr von) nn a waa hae dc 
Ere oral ee I! grt eves SMMR DIT SM Ness RE ee OS, ass ses 
prac September... 2... 3,191,618,297 2,401,63,195 .. co... 13,941 12,203 228,938 Makai 
best ger fl NOmer veeeeeee eee 3,402,371,306 eS i rae 20 ot 228,938 + - 
tere oo 3,172,846,122 3,288,700,578. ace 5,833 5,081 ‘ 543,948 Se de 
ar December 22.2... 3,026,680,774 a ae 5,237 4,968 ; 577,942 3 Eg. pea 
Atte $4 Total Pe ECE SS ey 9909S i“ eee 
. 2 es 38,190,802,253 
A and “ * Account hot-boxes. : ' — on 
king wilh 
laining 4 
naking “has been experiericed with d - 
efore Will matter wa Ponies with dust guards on tank cars and the by the. purchaser. Centers shall conform to. the design and 
ners is Wages s handled by a circular letter to members and private dimensions shown in the manual. 
ery 242 OWners under date of April 24, 1944. : ; ! . 
ery 2 ; Specifications M-112-42, steel bars, carbon, for railway springs 
ing is n0 were issued June 1, 1943, to include spring steel bars of 6 in. to 
be draw Hot Boxes—Causes and Prevention 8 in. widths, which are not covered in the standard specifications 
ing 0! . 4 . e ° PA © is 
~ a A This subject was studied and is continued on the docket as a M-112-42. ae 
ie be mr subject. A detailed report to the membership was circu- Specifications M-115-38, steel boiler and firebox for locomo- 
Peaae = by the executive vice-chairman under date of July 21, tives. (a) It is recommended the following change in these 
back roll . The committee feels that the success of any program  sPecifications be submitted to letter ballot: 6. Tension tests (a).— 
Change the tensile strength range of 52,000-62,000 Ib. per sq. in. 


a aa ; controlling hot boxes is essentially dependent on advance 
‘ter box Paration involving adequate supervision and working force at 

*y points on each railroad and follow-through with more thor- 
eS ough checking and servicing of all boxes at these key points 
e in Tim during the summer period. 
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for Grade A firebox steel shown in table, to read: 55,000-65,000. 
(b) Editorial changes have been made as follows: Title of 

specifications has been changed to read, “Steel, Carbon, Boiler 

and Firebox, for. Locomotives.” : 
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“carbon” after the words “two 


1. Scope—Add the word 
classes of” in the first line. 


13. Weight—In the table of permissible overweights insert 
the figure “14” in the first line covering plates %¢ to % in. in 
thickness, and 96 to 108 in. exclusive in width. Also amplify 
the table by addition of two columns “144 to 168, excl.” and “168 
or over.” Add the following note: “Note.——Permissible varia- 
tions in weight for individual plates shall be one and one-third 
times the amounts prescribed in this table.” 

(c) Emergency Specification E-M-115-43 were issued June 
1, 1943. To conform to the above recommendations in respect 
to changing the title of the standard specifications, it has been 
agreed that the title of the emergency specifications be changed 
accordingly, that is, to read as follows: “Steel, Carbon, Boiler 
and Firebox, for Locomotives.” 


(d) In connection with specifications covering boiler and 
firebox steel, attention is called to the index to Sec. A of the 
Manual. References to A.S.T.M. specifications for special grades 
of boiler and firebox steel have been included. 


Specifications M-116-42,. steel, structural, shapes, plates and 
bars.—In order to. clarify certain paragraphs of these specifica- 
tions, and to eliminate slight, unintentional discrepancies between 
this and equivalent A.S.T.M. specifications, the following edi- 
torial.changes have been made: 


Sec. III, Par. 6 (page No. 2): In third line of table a small 
(a) under Grade C column has been inserted. 

Sec. IV, Par. 11 (page No. 4): The words “and dimensions” 
deleted. 

Sec. IV, Par. 12: Corrected to read: “12. Except in cases 
of special agreement between the purchaser and manufacturer that 
the material shall be furnished recut to exact ordered dimen- 


sions, the variations in dimensions shall be in accordance with 
the ‘Steel Products Manual’.” 


Specifications M-302-41, refined wrought iron bars, have been 
changed in Sec. III, Par. 5(a), (page No. 2): Note “C” under 


table in this paragraph—The word “wear” corrected to read 
“ ” 
area. 


Specifications M-501-41, bearings, journal, lines, have been 
changed as follows: Sec. III. Permissible Variations, Par. 8, 
Gaging: Reference to sheet of the manual corrected to read 
“D-24.” Sec. V. Marking, Par. 10: Fig. 1 on page 3 of the 
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Rated tractive force, engine, lb 
Weigths in working order, Ib.: 
On drivers 
On front truck 
On trailing truck 
Total engine 


Wheel bases, ft.-in.: 

Driving 

POM RRE oalok oan ig 0 Sind cb Sia WaWai sie bee be 
Driving wheels, diameter outside tires, in 


specifications omitted and the first sentence of Par. 10 changg 
to read as follows: “The bearings shall be cast with the mar 
as shown on sheet ED-24 of the manual, latest revision.” 

Emergency Specifications for Hose: Because of limitatig 
orders issued by the War Production Board, covering the 
of natural rubber, and substitution of synthetic rubber, it 
been necessary to revise the emergency specifications for the 
products. These specifications are as follows: E-M-601-44 
Hose, Air Brake and Train Air Signal; E-M-602-44—Gasket 
Air Brake Hose; E-M-603-44—Hose, Air, Gas and Oxygen 
E-M-604-44—Hose, Cold Water, Wrapped and Braided; E-M 
605-44—Hose, Steam and Hot Water ; E-M-606-44—Hose, Tendg 
‘Tank. 

Emergency Specifications E-M-607-44 have been issued anny 
ling the, present standard methods of tests for rubber good 
and adopting the standard methods of the A.S.T.M. 

Specifications M-906-39, new car oil have been changed 4 
read: Sec. I, Par. 2: Item (3) corrected to read as follows 
“(3) Pour Point, upper maximum—.” Par. 4: Last line of thi 
paragraph corrected to read: “Pour point test J 

New specifications covering machine bolts and nuts, identifi¢ 
as M-125-44, have been prepared. It is recommended that they 
specifications be submitted to letter ballot. The Locomotir 


Construction Committee and the Car Construction Committe 
have approved them. 

In accordance with present practice, the following standari 
specifications, which had not been revised within the past -siy 
years, were reviewed, with the idea of bringing them up to dat 
No changes were recommended, and they are therefore identifie 
M-301-37—Iron ani 


as “Reaffirmed.” These are as follows: 
Steel Chain; M-401-37—Brake Shoes. 

The report was signed by T. D. Sedwick (chairman), enginee 
of tests, C., R. I. & P.; C. B. Bryant (vice-chairman), assistani 
to vice-president, Southern; F. Zeleny, engineer of tests, C., 3 
& Q.; H. G. Burnham, engineer of tests, N. P.; H. P. Has 
engineer of tests, N. Y., N. H. & H.; J. R. Jackson, engineer 
tets, Mo. Pac.; H. G. Miller, mechanical engineer, C., M., St. P 
& P.; L. B. Jones, engineer of tests, Pennsylvania; W. R. Hiede 
man, engineer of tests, B. & O.; W. F. Collins, engineer of tests 
N. Y. C.; W. Bohnstengel, engineer of tests, A., T. & S. F.; R 
McBrian, engineer standards and research, D. & R. G. W. 

The report was accepted and necessary items ordered referre 
to letter ballot. 
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Cylinders, number, diameter and stroke, in 
Boiler pressure, Ib 
eR, i Tis ving woe Biewisk odo d hie s GW bs sles ahin Sis Hd wS bee 45.6 
Heating surfaces, sq. ft.: 
Firebox, includ. arch tubes 
OG MIME CUNEO Va Seah Wee's veh bc chee etbisecetsbeusee 2,377 
NONE, ARN rates waht od je pds wanlaeierss hab iG Beem eyeis Sesiole © 2,576 
Comb. evap. and superheat. 
Tender: : 
Water capacity, Imp. gal. . 
Fuel capacity, tons 


The Canadian Pacific will replace many of its older passenger locomotives after the war—This one recently built at the Angus shops will be 
used as a design standard after mechanical changes dictated by its performance in regular service have been made 
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Steel Allocations for Third 
Quarter of 1944 


THE Office of Defense Transportation, as 
claimant agency for the transportation in- 
dustry under the War Production Board’s 
Controlled Materials Plan, has been allotted 
for this year’s third quarter 1,378,524 short 
tons of carbon steel with “proportionate 
amounts” of alloy steel copper and alumi- 
num. As the announcement put it O.D.T.’s 
requests “were granted almost in full.” 

The carbon-steel allotment for freight 
cars is 305,000 tons, “enough to cover all 
orders on hand for freight-car production 
in the fourth quarter,’ when the third- 
quarter allotment will be used. It has been 
learned that the fourth-quarter orders call 
for a total of 16,300 cars. The allotment 
for locomotive production is 42,500 tons. 


WPB Changes Allotment Sched- 
ules for Car Material 


In order to assure procurement of com- 
ponent parts to meet delivery schedules, the 
War Production Board has found it neces- 
sary to extend to seven months the so-called 
“lead time” between approval of the mate- 
rial schedules for freight-car construction 
and actual delivery of the cars, the new 
Railroad Car Builders Industry Advisory 
Committee was informed at its first meet- 
ing on May 25. 

The government presiding officer for the 
committee was David W. Odiorne, chief of 
the rolling-stock section of the WPB Trans- 
portation Equipment Division, Members of 
the committee now are W. C. Bower, vice- 
president purchases and stores of: the New 
York Central; T. M. Evans of the Mt. Ver- 
non Car Manufacturing Co. ; K. W. Fischer, 
assistant to the president of the Chicago, 
Burlington & Quin¢y; K. C. Gardner of 
the Greenville Steel Car Co.; R. L. Gil- 
lispie of the Bethlehem Steel Co.; C. A. 
Gill, vice-president operations and mainte- 
nance of the Reading; A. Van Hassel of 
Magor Car Corp.; T. P. Gorter of Pull- 
man-Standard Car Manufacturing Co.; 
Frank A. Livingston of Ralston Steel Car 
Co.; J. F. McEnulty of Pressed Steel Car 
Co.; and R. A. Williams of the American 
Car and Foundry Co. 

The committee was told by WPB repre- 
sentatives .that the equivalent of 85,500 
freight cars will be scheduled for 1944 pro- 
duction, including the carry-over from 
1943’s schedules, The figure; however, in- 
cludes allocations to all claimant agencies, 
including the military services, their quotas 
of smaller cars having been converted for 
Statistical purposes to equivalent standard 
cars. The actual production in 1943, includ- 
ing the “compensated units” representing 
military service allotments, was about 68,- 
700 cars, they indicated. 

The WPB representatives predicted that 
the overall freight-car production require- 
ments in 1945 will be smaller than this 


year, depending on manpower conditions, 
the availability of components, and the suc- 
cess attained in maintaining the new “lead 
time” schedule. In setting up production 
programs for earlier periods a lead time of 
four months was considered adequate, but 
difficulties in obtaining components to meet 
delivery schedules upset this arrangement. 
It was indicated that the WPB will defer 
its authorization of material allotments to 
car builders until it determines that the 
builder has made arrangements to order his 
materials. 

Members of the committee recommended 
abandonment of the quota system of plan- 
ning freight-car production when this year’s 
program is completed, pointing out that the 
situation has changed since’ the system was 
introduced in December, 1942, when orders 
on builders’ books exceeded available mate- 
rials or facilities. 


Top Priority on Freon for Air- 
Conditioned Pullmans 


Tue Surgeon General’s Office of the 
Army has granted a top priority on freon 
so that every Pullman sleeping car using 
that refrigerant will be made ready for in- 
stant use this summer for moving invasion 
casualties from seaports to hospitals. As a 
result, regular passengers will get the bene- 
fit of air-conditioned service. on the cars 
when they are not in hospital-train service. 

The decision to provide the freon for all 
sleepers requiring it for their air-condition- 
ing. equipment was ‘made to avoid any delay 
in having air-conditioned cars near what- 
ever port of debarkation would need them. 








Rolling Stock Needs of Army 
Past Peak 


Because Army installations of railwa 
equipment within the United States hav 
been substantially completed, and becaus¢ 
most of the requirements of such equip 
ment for overseas use have been antici 
pated, War Department expenditures fo 
such purposes in the fiscal year 1945 wil 
take a downward trend, Maj. Gen. Charle 
P. Gross, chief of transportation, informed 
a House appropriations subcommittee af 
recent hearings on the Military Establish 
ment Appropriation Bill for the next fiscal 
year. 

Further overseas a are based, 
he explained, on the needs of rail lines now 
under Army control abroad and the ap 
ticipated needs for the operation of rail- 
roads in conquered countries. “Considera- 
tion has been given to the expected demoli- 
tion of a considerable portion. of existing 
equipment,” he ‘said. The estimates sub- 
mitted to the committee called for $%- 
000,000 for railroad equipment, based on 
requisitions from the military railway serv- 
ices to meet needs for movement forwari 
in conquered territories. In addition, $118; 
000,000 for lend-lease railroad. equipment 
was included in the Army’s estimate 0 
its fiscal 1945 requirements. 


Western Railway Club Officers 
for 1944-45 


At the recent annual meeting and dinner 
-of the Western Railway Club, held at Chi- 


(Continued on next left-hand page) 








Orders and Inquiries for New Equipment Placed Since the Closing 
of the June Issue 


Locomotive ORDERS 





No. of Type of : 
Road Locos, Loco. Builder 
POW OC CBE 66sec obo sews < 6,000-hp. Diesel-electric ..... Electro-Motive 
FrEIGHT-CAR ORDERS 
No. of tree of 
Road Cars ar Builder 
Bangor & -Aroostook ............ 52 SSS eS ee ere ee Magor Car Corp 
Chicago & Eastern Illinois...... 200 SOROR BOOST oo wc aes os oe Mt. Vernon Car Mfg. Co. 
Florida - East Coast .oc0ceccee cis 504 ee ae eee Magor Car Corp. 
Pacific Fruit Express ........... 500 EE ad ota ss he ede en Mt. Vernon 5 Mig. Co. 
: 500 ree ee Mt. Vernon Car Mfg.’ Co. 
New York Central. .ii.5 css cece 1,000? 55-ton hopper ........... Pressed Steel Car Co. 
0002 Se Ee eee ge American Car & Fdry. ©. 
Western -Pacific iiss sicstecteves 3508 SG | ee ae Mt. Vernon Car Mfg. Co 
Freicgut-Car INQUIRIES 
No. of Ty “a of ; 
Road : Cars Builder 
Donora Southern .........4..04 50 70- ton MOMENEE seve concert Case To cise wee caccecseter 
Kansas. City Southern ........... 175 DOG ONE. a. cesidy Sinden wage yess soe teseccescceee 
100 oo DEAS ot aentie'y Ft) eet e 
= 25 70-ton covered hopper.. 
100 90-ton covered hopper 
Missouri Pacific ..........0.. tit 25 eS ES Pe AR Or ce 
WUGMEER PRIS. onc es o's 0 8 008 vec 100 TOTO MN Eo 5 Sah nie wiace cic wees Bieeencescocsosee 
PassENGER-CAR INQUIRIES 
No. of be} of ‘ 
Road ; rs Builder 
New York, peace & St. Louis. . 5 Exp-bagg. .....6s0. echay oyledie Ciwied ake cocccs ceuar? 





1 For express passen; er-train service. 
2 Orders originally ¥ 
3 Order unconfirm 


aced with Despatch Shops, Inc., as arctan): in the May issue. 
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adds 12 more 


To handle its heavy fast freight traffic, especially be- 
tween Chicago and Detroit, the Pere Marquette put 
fifteen 2-8-4 Lima Locomotives in operation in 1937, 
twelve additional ones in 1941, and has now added 
twelve more; making a fleet of 39 of this type placed 
in service in the last seven years. 


Of the latest twelve, five are equipped with Locomo- 
tive Boosters. These have a main cylinder tractive power 
of 69,350 pounds and a total tractive power of 83,450 
pounds. They have 26” x 34” cylinders and 69” drivers. 


“LIMA 
etka LIMA LOCOMOTIVE WORKS INCORPORATED, LIMA, OHIO 


INCORPORATED 





cago, the following officers were elected for 
the ensuing year: President, R. D. Long, 
general purchasing agent of the Chicago, 
Burlington & Quincy; first vice-president, 
J. M. Nicholson, assistant to vice-president 
of the Atchison, Topeka & Santa Fe; sec- 
ond vice-president, T. D. Beven, vice-pres- 
ident of the Elgin, Joliet & Eastern; treas- 
urer, Albert Shiffers, Jr., Union Tank Car 
Company ; executive secretary, E. E. Thulin, 
E. E. Thulin Company. 

The following new directors were elected : 
R. D. Bryan, mechanical assistant, A. T. 
& S. F.; J. D. Rezner, superintendent car 
department, C. B. & Q.; W. H. Hillis, chief 
operating officer, C. R. I. & P.; W. A. 
Johnston, assistant general manager, I. C.; 
C. H. Kenzel, purchasing agent, E. J. & E.; 
W. S. Morehead, general storekeeper, I. C.; 
A. E. Biddle, Cardwell-Westinghouse Com- 
pany; A. F. Becker, American Arch Com- 
pany, Inc.; F. P. Biggs, American Brake 
Shoe Company; E. H. Mattingley, Stand- 
ard Railway Equipment Company; J. I. 
Thompson, Ingersoll-Rand Company; J. E. 
Wright, Edward G. Budd Manufacturing 
Company. 


Three Roads to Build Diesel 
Maintenance Facilities 


Erie——The Erie has awarded contracts 
for the construction of new Diesel servic- 
ing, maintenance and repair facilities at 
Marion, Ohio, which will involve a total 
expenditure of approximately $450,000. The 
facilities will include a combination main- 
tenance and repair shop, approximately 220 
ft. by 110 ft., with cleaning and recondi- 
tioning bays; an outside servicing platform 
for fueling locomotives from a 10,000-gal. 
fuel oil storage station, a half-ton per hour, 
semi-automatic sanding plant with 15,000 
cu. ft. wet sand storage, and a locomotive 
washing plant. The new shop, which will 
be of steel frame construction, will have 
concrete foundations and floors, brick and 
glass-block exterior walls, two inspection 
and repair pits, and a 60-ton truck drop 
table. 

Other features of the shop will be locomo- 
tive floor-level working platforms through- 
out the light maintenance section, a central 
lube oil storage and distribution plant, a 
distilled-water plant for replenishing Diesel- 
engine cooling-water supplies, and a 25-ton 
overhead traveling crane in the heavy re- 
pair section. A contract for all of the fa- 
cilities, except the sanding plant, has been 
awarded the Hunkin-Conkey Construction 
Company, Cleveland, Ohio. The contract for 
the sanding plant has been awarded the 
Ross & White Company, Chicago. 

New York, New Haven & Hartford.— 
The New Haven has awarded contracts for 
an addition to its wheel shop and an ex- 
tension of the monorail structure at Read- 
ville, Mass., at estimated cost of $40,000, 
to the Tredennick-Billings Company of 
Boston, Mass. 


Northern Pacific—A contract has been 
awarded the Atherton Construction Com- 
pany, Seattle, Wash., for the construction 
of a new Diesel maintenance shop at Au- 
burn, Wash. The main building will be 
75 ft. by 230 ft. with a 50-ft. by 121-ft. 
addition for a machine shop and a lean-to 
addition 109 ft. by 15 ft. for wheel storage. 
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The shop will be of concrete and brick con- 
struction with steel columns and roof trusses 
and glass block window areas. It will have 
one through track and two additional tracks 
for servicing Diesel locomotives, an 80-ton 
drop table, 18 ft. long, and a 25-ton over- 
head traveling crane over one track. All 
track will be constructed over pits and the 
floor level outside will be depressed; in ad- 
dition, platforms will be constructed along- 
side at the level of the locomotive floor. 


The total cost of this project, including 
shop machinery and equipment to be fur- 
nished by the railroad, will be about $400,- 
000. 


Southern—The Southern has authorized 
the construction of a Diesel-electric loco- 
motive repair shop at Alexandria, Va., at 
an estimated cost of $297,766. 


Pennsylvania To Enlarge Repair 
Facilities at Sunnyside 


Tue Pennsylvania plans to lay additional 
tracks and make other improvements to the 
passenger-car repair facilities at its Sunny- 
side yard, Long Island, N. Y. The additional 
facilities, which are required for the han- 
dling of a largely increased number of cars, 
will include the laying of 425 ft. of car re- 
pair track, installation of an additional drop 
pit with pneumatic jack for removing and 
replacing wheels under passenger cars, and 
the erection of a crane to handle wheels 
from the drop pit track. The yard now has 
facilities for repairing 6,200 cars annually, 
but increased traffic during the first four 
months of this year has made it necessary 
for the railroad to send 482 cars for repair 
to the Greenville car shops in Jersey City, 
N. J. With the completion of the additional 
facilities, all passenger car repair work will 
be done at the Sunnyside yard. 


Average Carload in 1943 a New 
All-Time High Record 


In 1943 the average loading of carload 
freight reached a new record high of 41 tons 
per car, according to data complied by the 
Association of American Railroads. This 
made the fifth consecutive year in each of 
which a new high record was established. 
The average increase over 1942 was 0.9 tons 
per car. A new high record was set also in 
each individual commodity group. 

Credit for the substantial saving in trans- 
portation thus obtained was assigned both 
to the effective enforcement of O. D. T. Gen- 
eral Order 18-A and to the continued coop- 
eration accorded the railroads by the ship- 
pers and receivers of freight, according to a 
statement by W. C. Kendall, chairman of 
the A. A. R: Car Service Division. It was 
pointed out that the handle the carload ton- 
nage moved in 1943 at the average load 
prevailing in 1942 would have required 809,- 
655 more carloads during the year, or an 
average of 2,600 for every working day. 
On the basis of the average turn-around 





Miscellaneous Publications 


Annual Proceedings of the Railway Fuel 
and Traveling Engineers’ Association. T. 
Duff Smith, secretary-treasurer, 327 South 
La Salle street, Chicago 4: Price, $3. 


(Turn to next left-hand page) 





time maintained in 1943, this heavier load 
ing released for other service about 32,4 
cars. 

The average load for the principal com 
modity groups, 1943 as compared to the pre 
ceding year, was stated as follows: Pro 
ucts of Agriculture, 34.1 tons against 30, 
Animals and Products, 15.4 tons again 
14.6; Products of Mines, 54.8 tons againg 
54.4: Products of Forests, 35.5 tons agains 
33.0; and Manufactures and Miscellaneou 
31.4 tons against 30.1. 














* 





Judge Hay Heads War Manpowe 
Commission 


Tue War Manpower Commission has a 
nounced the appointment of Judge Charlg 
M. Hay of St. Louis, Mo.; as executiy 
director and deputy chairman of the com 
mission to succeed Lawrence A. Appley 
Judge Hay, who recently has been genera 
counsel of the W. M. C., formerly was coun, 
sel for the Railway Labor Executives Asso 
ciation, and in that connection was activ 
in wage negotiations, particularly as chi¢ 
counsel for the operating brotherhoods ii 
the so-called Morse board proceedings i 
1941. 








RO! 











Military Railroad Men Cited by 
General Clark 

THE entire Military Railway Service in 
Italy, under the command of Brig. Gen. 
Carl R. Gray, Jr., has been awarded by Lt 
Gen. Mark W. Clark, the Fifth Army 
Plaque and Clasp for “excellence in disci- 
pline, performance, merit,” Allied Force 
M. R. S. Headquarters reports from Italy. 

This recognition, which ordinarily is ac- 
corded only to units within the commant 
of the Fifth Army, is the highest yet to k 
received by military railroaders, and in cere. 
monies timed to take place on his 55th birth- 
day, General Gray received the award be- 
fore members of his entire railroad staf 
and a number of officers of his operating 
and shop units. General Clark’s deputy 
chief of staff presented the elaborate inlaid 
Italian wood tablet to the M. R. S. Director 
General, together with a letter from the 
Fifth Army’s commanding general. Gener#l 
Clark had written, in part, as follows: 

“T have regarded with mounting admire 
tion the operations of the Military Railway 
Service in its support of the Fifth Army. 
. . . Time and again, crucial materials and 
reinforcements could not have been brought 
into action except for the outstanding per- 
formance of the Military Railway Service.’ 





Pullman Employee Receives 
$2,275 for Suggestion 


THE largest award so far to be paid unde! 
the suggestion system ‘of the Pullman Con- 
pany, $2,275, was received by John H. 
Prince, assistant storekeeper at the cot 
pany’s Calumet, Ill, shops on June 2. He 
proposed that the worn gear units used i 
drive generators and air-conditioning equi?- 
ment on lightweight Pullman cars be reco! 
ditioned at the shops instead of being t 
turned to the manufacturer for overhauling. iy 
Since the idea was placed in effect mom 
than a year ago, the company has sa ‘ 
$23,228, after spending $17,951 for new tooS Mie 
and equipment for reconditioning 163 units 3 ™ 
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Ry FRANKLIN RAI 


in Canada: FRANKLIN RAILWAY SUPPLY COMPANY, LIMITED, MONTREAL 


ECOGNIZING the trend in locomotive 

design toward higher boiler pres- 
sures, and noting the many new factors 
in current steam locomotive operation, 
the new Type ‘‘E"’ Booster has been de- 
veloped expressly to meet today’s con- 
ditions. 

For each Booster application the 
proper gear ratio is selected for a given 
boiler pressure, wheel diameter, and 
adhesive weight to obtain maximum 
Booster power. A special starting feature 













NEW TYPE" BOOSTER 





enables the new Type ‘‘E’’ Booster to 
develop full initial starting effort, and a 
new air control assures efficient Booster 
operation. and engagement at higher 
speed. Dynamic balancing contributes to 
smooth operation, particularly at higher 
operating speeds, and the roller bearing 
crankshaft, securely housed in the en- 
gine bed, makes for smooth running, 
freedom from lost motion, and long life 
with minimum maintenance. 

*Trade Mark Reg. U. S. Pat. Off. 






LWAY SUPPLY COMPANY, INC. 


NEW YORK «+ CHICAGO 





Santa Fe to Undertake Elec- 
tronics Studies 

Tue Atchison, Topeka & Santa Fe plans 
to “fully explore and develop the use of 
electronics, particularly in the application 
of carrier and radio type communication 
to railway service in terminal* and yard 
operations, between the front and rear of 
trains, between trains en route and dis- 
patchers, on work equipment during emer- 
gencies, for control of train operation 
from a fixed point, for remote control of 
switches from locomotives, and for bridg- 
ing gaps during wire line prostrations.” 
To carry out the studies, L. R. Thomas, 
system telegraph engineer, has been ap- 
pointed electronics engineer. A sketch of 
Mr. Thomas’ career appears in the Per- 
sonal Mention columns. 


“The Steam Locomotive”— 
A Correction 
In the review of the second edition of 
this book by Ralph P. Johnson on page 
272 of the June issue the price is incor- 
rectly given; it is $5. 


Bottom Rod and Brake Beam 
Safety Supports 


Tue A.A.R., Mechanical Division, has 
notified all car owners in a circular letter 
dated June 23 of the following modifica- 
tion of Interchange Rule 3, Par. (b-8), 
effective July 1, 1944: “(b) (8) Bottom 
rod and brake beam safety supports, A.A.R. 
recommended practice, or A.A.R. approved 
equivalent, required on all cars built new 


or rebuilt on or after August 1, 1933. Ef-.- 


fective January 1, 1945, the foregoing re- 
quirement will also apply to all cars. In 
interchange.” . 

(Note eliminated). 


Rock Island Gets Permits for 
Radio Stations 


Tue Federal Communications Commis- 
sion on May 30 granted application of the 
Chicago, Rock Island & Pacific for four 
construction permits for experimental Class 
2 radio stations to be used in conducting 
tests of radio communication under actual 
operating conditions in the railroad yards 
and on trains in Chicago and west to Lin- 
coln, Nebr. 

The Rock Island, the FCC announce- 
ment said, “has informed the commission 
that an actual program of experimentation 
will be undertaken to develop factual infor- 
mation regarding the use of very high fre- 
quency circuits and systems as a means of 
providing communication between the fol- 
lowing points in railroad service: (1) End- 
to-end of trains; (2) two-way ‘yard-to- 
trains, engines or cabooses; (3) two-way 
yard-to-yard; (4) two-way dispatcher-to- 
trains, engines or cabooses; (5) two-way 
brakeman or flagman-to-trains, engines or 
cabooses.” 

Radiotelegraph and radiotelephone emis- 
sion is authorized, including the use of both 
“amplitude modulation and frequency modu- 
lation, Frequencies authorized are within 
the bands 30 to 40 megacycles and 100 to 
400 megacycles, with a maximum power of 
10 watts. 
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The announcement further pointed out 
that since these stations will be operated at 
fixed locations, as well as on moving trains, 
it was necessary for the applicant to re- 
quest construction permits, inasmuch as sta- 
tions on railroad rolling stock only may be 
licensed without the stations having been 
previously authorized under construction 
permits. 


Captain Price Transferred 
from Holabird 


Capt. C. G. Price, Jr., superintendent of 
the Holabird Transportation Corps Railroad 
Repair Shops, Holabird Signal Depot, Bal- 
timore, Md., has been transferred to another 
post. Captain Price reported for duty at 
Holabird as a Second Lieutenant on April 
7, 1941; became a First Lieutenant on July 
12, 1942, and a Captain on April 21, 1943. 
One of his first assignments was the over- 
hauling and modernizing of a number of 
locomotives which had been at the peak of 
their operating during the construction of 
the Panama Canal prior to its opening in 
1914. Many times during the past two 
years when rush deliveries were required 
on repaired locomotives Captain Price, 
who is qualified in the operation not only 
of steam locomotives but also of Diesel- 
electric and gas-mechanical locomotives, 
has acted as engineman in their deliveries 
to relatively distant points. He had learned 
to operate a steam locomotive at the age 
of 12. 


Captain Price was born on May 31, 1919, 
at Harrisonburg, Va. He received a Bach- 
elor of Science degree in mechanical en- 
gineering at the Virginia Polytechnic Insti- 
tute in 1940 and was then commissioned a 
second lieutenant in the Coast Artillery, 
Reserve. He was mechanical engineer of 
the Chesapeake Western at Harrisonburg 
when called to active duty with the Army 
on April 7, 1941. He is a member of the 
American Society of Mechanical Engineers, 
the American Railway Engineering Asso- 
ciation, and the Locomotive Maintenance 
Officers’ Association. 


The shops at Holabird are the largest of 
the Army’s permanent rail equipment re- 
pair shops. During one week in April of 
this year more locomotives were received 
there for repair than were repaired at Hola- 





Capt. C. G. Price; Jr. 


to 1940. A ceremony celebrating the sh 
ping of the one-hundredth locomotive y 


bird during any one of the three years : 
held there on May 25. 


A. S. M. E. Discusses Car 
Materials at Pittsburgh 


At the semi-annual meeting of the Ame 
can Society of Mechanical Engineers, hd 
at the William Penn Hotel, Pittsburgh, P 
on June 19 to 22, inclusive, the subject 
modern structural materials for raily 
cars was discussed at a joint session 
the Railroad division and the Metals 





gineering division on the afternoon of 
second day. The meeting was presid 
over by J. G. Adair, chairman of the R 
road Division, and mechanical engin 
Bureau of Locomotive Inspection, Was 
ington, D. C. J. H. Romann, chairman 
the Metals Engineering Division, presi¢ 
during part of the session. 


Three formal papers on the subject of 
meeting were presented in sequence and { 
lowed by a general discussion. These pape 
included The Development and Trend 
Modern Structural Materials for Railro 
Rolling Stock, by S. H. Badgett, mechani 
engineer, Pressed Steel Car Company, I 
Pittsburgh, Pa.; Structural Material { 
Railroads, by H. W. Gillet and S. L. Ho 
Battelle Memorial - Institute, Colum) 
Ohio, and Use of Aluminum in Railw 
Construction, by A. H. Woollen, railv; 
division engineer, Aluminum Company 
America, Pittsburgh. Mr. Badgett’s pa 
analyzed the characteristics of various ty 
of steel, magnesium and aluminum as us 
in railway rolling stock. He emphasis 
the improvements in steel-making practi 
and said that when heat treatment does » 
give the desired physical properties, { 
use of alloys at somewhat increased co 
must be resorted to. The second pa 
read by Dr. Hoyt, also discussed the use 
modern materials in railway equipment, i 
cluding cars and locomotives, and stress 
the important part which recent metallu 
gical developments have played in securi 
the most efficient use of these material 
Mr. Woollen confined his remarks to 
use of light alloys, primarily aluminum i 
railroad rolling stock in which it has pass 
the experimental stage. He said that fa 
ricating methods have now been large! 
standardized and present no particular dif 
ficulties to equipment builders. 


In the discussion which followed presenta 
tion of these three papers several member 
commented on the rigid deflection limit i 
present A.A.R. passenger-car specificatio 
which they said presents an unnecessal} 
hardship to car designers who want to 
either aluminum alloys or stainless steel 
the principal structural material. It w 
recommended that individual car builder 
specialize in the respective types of cd 
struction for which they have the necess@ 
shop equipment and perfected fabricati 
methods. In attaining minimum car weigh! 
it was pointed out that the present relati 
heavy weight of most car specialties © 
stitutes a definite challenge to the maf 
facturers of this equipment. ° 


Following the general discussion of m 
terials utilized in building railway ed 


(Continued on next left hand page) 
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ment, a paper, Draft Gear Action in Train 
Service, was presented by title, the author 
being O. R. Wikander, mechanical engineer, 
Ring Spring Department, Edgewater Steel 
Company, Pittsburgh, Pa. This paper con- 
sisted primarily of a mathematical analysis 
of the characteristics of draft géars, based 
upon a study of the mechanics of an elastic 
bar subjected to external forces correspond- 
ing to those acting on trains under various 
conditions of service. Numerical examples 
were given showing the application of equa- 
tions given to assumed test trains. 


Locomotive Smoke Abatement 
Topic at Detroit Meeting 


THE Smoke Prevention Association, in 
session at Detroit, Mich., during the first 
full week of June, devoted June 8 to a 
roundtable discussion of railroad locomotive 
smoke abatement and fuel problems, the 
meeting being presided over by E. D. Ben- 
ton, fuel engineer of the Louisville & Nash- 





Exectro-MotivE Division, GENERAL 
Morors Corporation.—C. L. Olsen, district 
service engineer of the Electro-Motive divi- 
sion of the General Motors Corporation, 
with headquarters at Miami, Fla., has been 
appointed manager of the service department 
for the Eastern region, with headquarters at 
New York. Thorwald O. Robertson, district 
service engineer of the Western region, with 
headquarters at Los Angeles, Calif., has 
been. appointed manager of the service de- 
partment for the Western region, with head- 
quarters at Los Angeles. The service de- 
partment for the Central region will be di- 
rected from LaGrange, III. 


o 
THoMAs MACHINE MANUFACTURING 
Company.—Edgar C. Thomas, who was 
recently honorably discharged from the 


U. S. Army with the rank of major, has 
been elected vice-president of the Thomas 
Machine Manufacturing Company of Pitts- 
burgh, Pa. Before the war he was in charge 
of the company’s Chicago office and later of 
its Philadelphia, Pa., office. As vice-presi- 
dent he will direct sales, working through 
the Pittsburgh and Philadelphia offices, and 


with particular emphasis on foreign markets. 


o 


H. K. Porter Company.—M. D. Bensley 
has been appointed general manager of the 
H. K. Porter Company’s three plants at Mt. 
Vernon, IIl., the Mt. Vernon Car Manu- 
facturing Company, the Wheel Foundry Di- 
vision of Mt. Vernon Car, and the J. P. 
Devine Manufacturing Company. Mr. Bens- 
ley was graduated from Michigan Univer- 
sity and began his business career with Far- 
rar & Trefts, Inc., where he served as super- 
intendent of the boiler and tank shop for a 
number of years. In 1917 he purchased and 
operated the Frontier Bronze Corporation 
of Niagara Falls, N. Y. He subsequently 
was employed for several years as a manu- 
facturers’ agent in North Carolina and in 
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ville. J. E. Bjorkholm, superintendent of 
motive power, Chicago, Milwaukee, St. Paul 
& Pacific, opened the morning session with 
a paper on Management’s Viewpoint on 
Railroad Smoke, in which he credited the 
Association with much of the progress made 
in eliminating unnecessary smoke from 
steam locomotives and power plants and 
stressed the importance of utilizing adequate 
smoke prevention equipment, operating 
methods and particularly giving proper at- 
tention to the human element. Following 
Mr. Bjorkholm, H. J. Riddle, general road 
foreman of engines, Pennsylvania, Terre 
Haute, Ind., discussed Overfire Air Jets 
and Their Relation to Smoke Abatement. 
This subject was also discussed by Sumner 
B. Ely, superintendent of the Pittsburgh 
Bureau of Smoke Prevention, and other 
speakers. 

The afternoon session was opened with 
a paper on Reducing Terminal Smoke by 
L. G. Plant, Direct Steaming Corporation, 
Washington, D. C. Mr. Plant included 
in his report the results of a study over 


Supply Trade Notes 


1929 joined the Shenango Penn Mold Com- 
pany, Pittsburgh, Pa., in a sales capacity, 
later becoming assistant to the president and 
continuing with the company for 15 years.. 


¢ 


W. H. Miner, Inc.,—A dinner commem- 
orating the fiftieth anniversary of the found- 
ing of W. H. Miner, Inc., was held at the 
Union League Club, Chicago, on June 7. 
Participating in the celebration were Mrs. 
William H. Miner, chairman of the board; 
President A. P. Withall, Vice-President G. 
A. Johnson and 80 members of the com- 
pany, 27 of whom have been associated with 
it for 25 years or more. 

The first patent covering a tandem spring 
draft rigging was issued to William H. 
Miner in 1891 and 2% million car sets of 
this gear were installed up to the time that 
friction draft gears were developed to meet 
the demands of heavier modern railway 
service. From 1906 to date, about 2% mil- 
lion car sets of Miner friction gears have 
been supplied for railway use. 

Miner products, including certified draft 
gears and hand brakes, truck spring snub- 
bers, side bearing, car door fasteners and 
safety locking pins are now manufactured 
at four plants, located at Buffalo, N. Y., 
Beacon Harbor, Mich., Bramford, Ont., 
and Montreal, Que. This company estab- 
lished its first testing laboratory in 1909 
and extended these facilities until at the 
present time it has six drop hammers of 
9,000 and 27,000 Ib. designs, three of which 
are located at the plant at Buffalo, N. Y., 
two at the Chicago research laboratory and 
one at Montreal, for use in checking the ca- 
pacities of draft. gears manufactured in 
Canada. 


* 


Tyson BEARING Corporation. — Ed. R. 
Galvin has resigned as general sales man- 
ager of R. G. LeTourneau, Inc., Peoria, IIl., 
to become president and a director of the 





a 40-month period of smoke conditions 4 
four engine terminals in Chicago, includf 
ing two enginehouses with typical ope 
smoke jacks, one with air ducts for colff 
lecting and disposing of smoke and ong 
with direct-steaming equipment for fillin 
locomotives and developing practically ful 
boiler pressure, with steam supplied fron 
stationary boilers, before fuel is ignited igf 
the locomotive firebox. While the result” 
of this test were somewhat spotty, tha 
number of minutes of dense smoke per ref 
port was a minimum at the enginehousg 
equipped with the direct-steaming system” 
Following Mr. Plant, P. T. Tolin, en 
ginehouse foreman, Pennsylvania, Jerse” 
City, N. J., described his methods of abath 
ing smoke at a busy engine terminal. Wg 
C. Shove, general road foreman of enginesh- 
New York, New Haven & Hartford, New. 
Haven, Conn., also discussed this subjeq 
and emphasized the vital part which super 
vision must play in accomplishing desire 
results. 










y 
3 



































Tyson Bearing Corporation, Massillo 
Ohio. Mr. Galvin was appointed a distri 
representative of the Caterpillar Tractome 
Company, Peoria, in 1927, and later serveq 
that organization as eastern sales manage” 
and as general sales manager. In Novem 
ber, 1938, he resigned to become genera 
sales manager of LeTourneau, the positio 
he held at the time of his resignation. 


Sd 


Wuitinc CorporatTion.—G. M. Denni 
has been appointed manager of the Phila 
delphia, Pa., district office of the Whiting 
Corporation. Mr. Dennis was graduateqq” 
from Cornell University. He has been wit 
Whiting for over 15 years in sales and en 
gineering ‘work and was formerly on tht 
staff of the Chicago district office. Thé 
A. T. Herr Supply Company, Denver, Colo. 
has been appointed sales representative fo 
railroad equipment in that territory by thé 
Whiting Corporation. 


¢ 


HannA STOKER Company.—Fred ik 
Murphy, formerly superintendent of equip 
ment of the Cleveland, Cincinnati, Chicag 
& St. Louis, has been appointed vice-pres! 
dent of the Hanna Stoker Company at Cin 
cinnati, Ohio. 


















Sf 


TIMKEN Ro.iierR BEARING COMPANY. 
Jules A. Morland, former New York rep 
resentative for the Timken Roller Bearing 
Company, has been appointed manager of 4 
new subsidiary, the Timken Roller Beat 
ing Company of South America, organiz¢ 
to service Timken bearings now operatilf 
in South America. 


¢ 


HeENNEssy Lusricator Company.—C. 
Kinnaw has been appointed special represet 
tative of the Hennessy Lubricator Compal 
Mr. Kinnaw was formerly sales enginety 


(Continued on next left hand page) 
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INCREASED CAPACITY WITH THE SAME BOILER DIAMETER. 





SMALL FLUE BOILERS WITH ELESCO SUPERHEATERS PROVIDE 














with the Sunbeam Electric Manufacturing 
Company and more recently with the trans- 
portation equipment division of the War 
Production Board. 


a7 


AMERICAN Locomotive Company.—J. J. 
Smith, supervisor of shops for the Balti- 
more & Ohio for the past. fifteen years, 
has been appointed general superintendent 
of the Schenectady, N. Y., plant of the 
American Locomotive Company. Mr. 
Smith joined the B. & O. as a machinist at 
Connellsville, Pa., in 1911, and subsequently 
was appointed assistant foreman, general 


foreman, shop inspector, and supervisor of 
shops. 
& 
Air Repucrion Company; UNITED 


States InpusTRiAL CHEMICALS CoMPANY. 
—Dr. Lawrence W. Bass, director of the 
New England Industrial Research Founda- 
tion, has been appointed associate director 
of research of the Air Reduction Company 
and the United States Industrial Chemicals 
Company. 
& 


Scutiin STEEL Company.—R. C. Geekie, 
sales representative of the Scullin Steel 
Company, St. Louis, Mo., since 1936, has 
been appointed assistant to the president 
in charge of sales to assume the duties 
of the late G. L. L. Davis, former vice- 
president in charge of sales. 


Coorer-BEssEMER Corporation. — Wil- 
liam F. Lamoreaux has been appointed re- 
search metallurgist of the Cooper-Bessemer 
Corporation. Mr. Lamoureaux, who for the 
past three years has been director of re- 
search for the Meehanite Metal Corporation, 
will divide his time between the company’s 
plants at Mount Vernon, Ohio, and Grove 
City, Pa. 


SUPERHEATER ComPANy, Ltp.—C. A. 
Odell, vice-president of the Superheater 
Company, Ltd., of Montreal, Canada, has 
been elected president to succeed F. A. 

















C. A. Odell : 
Schaff, who becomes chairman of the board. 


H, E. Brown, who has been general mana- 
ger since March, 1934, and assistant to Mr. 
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Odell, has been elected vice-president in 
charge of operations. G. S. Thomson, 
manager of the Sherbrooke, Que. works, 


F. A. Schaff 


has also been elected a vice-president. 

C. A. Odell was formerly associated with 
the Canadian Pacific. He joined the 
Superheater Company, Ltd, in 1919 as 
assistant to the vice-president and subse- 
quently served as assistant secretary and 
assistant treasurer, manager and general 
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partment. of the Youngstown Steel Du 
Company. E. C.: Browne, assistant vic} 
president of the Camel Sales Compan 
has been elected vice-president of 

company, with headquarters as before 
Chicago, and L. C. Voss, assistant vic 
president, has been elected assistant to th 
president. 








W. F. Boye has been appointed manage 
of gas-turbine activities at the Steam Divi 
sion of the Westinghouse Electric & Man 
facturing Company, Philadelphia, Pa. Mr 
Boyle, who is a graduate of Pratt Institut. 
has been with the Steam Division and th 
Middle Atlantic sales district of the West 
inghouse Company since 1927 when he com 


AMER 
ae, I’. 
ican C. 
sistant 
ing course at East Pittsburgh. Prior to hi 
new assignment he was manager: of th 
Marine Section of the Steam Division Ap 
plication Department and before that wa 
manager of the Division’s sub-contracting 
department. 

* 


BatpwiIn LocomotivE Works, Stan 
ARD STEEL Works Division —John- ) 
Tyson has been elected divisional vice 
president in charge of the Standard Stee 
Works Division. Mr. Tyson ‘has beer 
a member of the Standard Steel Works staf 
since 1923 when he joined the metallurgica 
department upon completion of his studie 
at Pennsylvania State College. He subse 
quently was appointed assistant metallurgi 
cal engineer, chief metallurgist in 1931 
and manager of sales and metallurgy is 


1943. 























Batpwin Locomotive Works.—Frank K 
Metzger has been elected vice-president i 
charge of sales of the Baldwin Locomotivd 
Works. Mr. Metzger first became ass0 


with | 
past 
chief 

porta 



























G. S. Thomson 


manager. 
1926. 

F. A. Schaff was senior vice-president 
of the company from July, 1920, to July 
1940. In the latter month he was elected 
president. He is also president of the asso- 
ciate company, the Superheater Company 
of New York. 

G. S. Thomson, who joined the company 
in May, 1916, had been manager of the 
Sherbreoke works for the past 24 years. 

® 


Youncstown. STEEL Door Company; 
CAMEL SALES Company.—A. G. Dohm and 
L. F. Duffy, formerly vice-presidents. of the 
Camel Sales Company, (wholly owned sub- 
sidiary of the Youngstown Steel Door 
Company), have been elected vice-presidents 
of the Youngstown Steel Door Company, 
with headquarters at Chicago. J. D. Ryan, 
formerly with the Ryan Car Company, 
has become associated with the sales de- 


He was elected vice-president in 
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ciated with Baldwin in 1909 when he wa pan 
employed by the Standard Steel Works Dox 
Company, a wholly owned subsidiary. He on 
was appointed successively sales manage @ Col 
vice-president in charge of sales, and, "3% wa: 
1930, vice-president and general manag and 
in charge of operations and sales of the to | 
Standard Steel Works. Shortly after 
Standard Steel became a division of the ( 
parent company, he was elected divisional Mi 
vice-president of Baldwin in charge of ti! 
division. 
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WorTHINGTON Pump & MACHINERY 
CorPORATION.—The Worthington Pump & 
Machinery Corporation has purchased the 
Electric Machinery Manufacturing Com- 
pany of Minneapolis, Minn. The Electric 
Machinery Company’s major lines include 
synchronous motors for direct drive for 
power plant and industrial machinery and 
electric generators for steam and internal 
combustion engines. The company will 
continue to operate independently of the 
other Worthington activities under its pres- 
ent executive management. 


e 


AMERICAN CAR AND FounpRy CoMPANY. 
—S. F. Udstad has returned to the Amer- 
ican Car and Foundry Company as as- 
sistant to the general mechanical engineer 



























































































































































S. F. Udstad 





with headquarters at Berwick, Pa. For the 
past two years Mr. Udstad was assistant 
chief of the rolling stock section, Trans- 
portation Equipment Division of the War 
Production Board. He served in the army 
during the first World War, and became 
a graduate of Missouri University in 1922 
with a degree in mechanical engineering. 
He was appo'nted assistant city engineer 
at St. Charles, Mo., in 1922 and from 1923 
to 1924 worked with the Moreno-Burkham 
Construction Company in St. Louis, Mo. 
He joined the American Car and Foundry 
Company in St. Charles in 1924 as car 
draftsman and was transferred to the gen- 
eral engineering office at Berwick in 1932, 
assigned to calculations of stress and 
strain, railroad car development divis‘on. 
Mr. Udstad was appointed assistant me- 
chanical engineer in charge of passenger 
cars in April, 1938. 
5 


AMERICAN CAR AND Founpry CoMPANY. 
—Charles J. Hardy, chairman of the board 
of the American Car and Foundry Com- 





























pany, was awarded the honorary degree of 
Doctor of Laws by De Paul University 
on June 7. Mr. Hardy is a graduate of 
Columbia University Law School. He 





was general counsel for the American Car 

and Foundry Company for 25 years prior 

to his election as president in March, 1933. 
. 4 


Oxwetp Rarroap Service CoMPANY.— 
Muscoe Burnett, Jr., sales manager of the 
Oxweld Railroad Service Company, Chi- 
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cago, has been elected vice-president in 
charge of sales. Mr. Burnett was born at 
Paducah, Ky., and was educated at the 
University of Virginia. Since 1920 he has 
been associated with various units of the 
Union Carbide & Carbon Corporation. His 
first position was with the Oxweld Acety- 
lene Company in New York. Four years 
later he was transferred to the Export 
department of the Union Carbide Company 





Muscoe Burnett, Jr. 


and still later was appointed assistant divi- 
sion manager of the Linde Air Products 
Company at Chicago. In October, 1935, 
he became assistant sales manager of the 
Oxweld Railroad Service Company and on 
February 1, 1937, was appointed sales 
manager. 


* 


ReyNotps Metats Company.—James E. 
Friend, deputy associate director of the 
Mechanical Section of the Division of Rail- 
way Transport of the Office of Defense 
Transport of the Office of Defense Trans- 
portation, with headquarters at Chicago, 
has been appointed sales manager of the 
Railway Supply division of the Reynolds 





James E. Friend 


Metal Company at Chicago. Mr. Friend 
was born at Rawlins, Wyo., on July 9, 
1890. He entered the employ of the Union 
Pacific in 1906, serving successively as.a 
call boy, engine dispatcher, machinist ap- 


prentice and machinist. In 1912, he en- 
tered the service of the Texas & Pacific 
as a machinist at Texarkana, Tex.; in 
1915 became a foreman, and in 1916 gen- 
eral foreman at Toyah, Tex., and Baird. 
In May, 1918, he entered military service 
and served as a first lieutenant with the 
50th Engineers overseas. He returned to 
the Texas & Pacific in August, 1919, as 
general foreman at Baird, Tex., and in 
December, 1916, was transferred to El 
Paso, Tex. In September, 1921, he left 
the Texas & Pacific to become foreman 
of the Los Angeles & Salt Lake at Milford, 
Utah, and returned to the Texas & Pacific 
in January, 1922, as assistant master me- 
chanic at Marshall, Tex. In July, 1922, 
he was appointed master mechanic and as 
such served at Alexandria, La., Shreveport, 
Big Spring, Tex., and Ft. Worth. In 
October, 1942, Mr. Friend was granted 
a furlough from the Texas & Pacific to 
serve as deputy associate director in the 
Mechanical Section of the Office of Defense 
Transportation at Washington, D. C. In 
January, 1943, he opened an office in Chi- 
cago to supervise the activities of the 
section in the Western region. 


4 


Cuicaco RaitwAy EQuipMENT Com- 
pANY.—E. H. Leisch, district sales man- 
ager of the Adams & Westlake Company, 
has been appointed Eastern sales manager 
of the Chicago Railway Equipment Com- 
pany. Mr. Leisch was born on December 
1, 1898, and in 1926 entered the employ 











E. H. Leisch 


of the Adams & Westlake Company. From 
1926 to 1936, he was manager of the New 
York office and district sales manager 
at New York. In the latter year he was 
transierred to Chicago, where he was 
located until his recent appointment. 


oa 


SyMINGTON-GouLp CorporATiIon.—J. 4. 
Sauer, executive vice-president of the Sym- 
ington-Gould Corporation, has been elected 
president with headquarters at Rochester, 
N. Y., to succeed Charles J. Symington, 
who is now chairman of the board. Mr. 
Symington continues to direct the general 
policies of the company from New York. 

C. J. Symington was graduated from 
Amherst College. He began his career as 
an apprentice with the West Virginia Pulp 


(Continued on second left-hand page) 
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DIESEL POWER 


/ } Vico 


_ Boston and Maine has recently 


strengthened its motive power by the 
addition of four General Motors 5400 Hp. 
Diesel Freight Locomotives (with fourteen 
more to follow) and now joins the fast 
growing group of railroads using GM 
Triple Diesel Service — Freight — Passenger 
— Switcher. 


* LET’S ALL BACK THE ATTACK- BUY MORE WAR BONDS x 


ELECTRO-MOTIVE DIVISION 


GENERAL MOTORS CORPORATION LA GRANGE, ILLINOIS, U.S.A. 


BOSTON 
MAINE 


GLH) 
































& Paper Company in 1902; was appointed 
assistant manager of the Sayre, Pa., Stamp- 
ing Company in 1903, and manager of the 
Cayuta Manufacturing Company of Sayre 
in 1905. He was assistant manager of T. 


H. Symington & Company at Baltimore, 
general 


Md., from 1907 to 1911; sales 





Charles J. Symington 


agent for the company at Chicago in 1911- 
12, and vice-president in charge of sales, 
with headquarters in New York, from 1912 
to 1919. He was elected president of the 
Symington-Gould Corporation in 1919. 

J. A. Sauer began his career as an office 
boy and stenographer in the Baltimore, 





]. A. Sauer 


Md., office of the original T. H. Syming- 
ton & Company 35 years ago. He will 
remain at Rochester, N. Y., during the 
present emergency, or as long as may be 
desirable in view of the critical labor 
shortage in the company’s plants at Roches- 
ter and Depew, N. Y. 


* 


CuiIcaGo MALLEABLE CASTING CoMPANY. 
—Charles A. Benz, manager of the Railroad 
division of the Chicago Malleable Casting 
Company, and its subsidiary, the Allied 
Steel Castings Company, has been promoted 
to general sales manager of both companies, 
with headquarters as before at Chicago. 
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Union Carbide & Carbon 
Corporation 


The following have recently been elected 
presidents of Union Carbide & Carbon Cor- 
poration subsidiaries : 

CarBipE & CARBON CHEMICALS CoRPORA- 
TION; CarBipE & CARBON CHEMICALS, 
Ltp.—Dr. Joseph G. Davidson. 

NATIONAL CARBON CoMPANY; CANADIAN 
NaTionaL CArBon Company.—Arthur V. 
Wilker. 

ELECTRO 
ELECTRO 


METALLURGICAL COMPANY; 
METALLURGICAL COMPANY OF 
CANADA; HaAyNeEsS' STELLITE COMPANY; 
MicHIGAN NoRTHERN Power COMPANY; 
Union CarsBinE CoMPANY OF CANADA.— 
Francis P. Gormely. 

EvLectro METALLURGICAL SALES 
RATION.—John D. Swain. 

BAKELITE CorPORATION.—James W. Mc- 


Corpo- 


Laughlin. 
LinpE Arr Propucts CoMpANy; PREST- 
O-LitE ComMPpaANy; DoMINION OXYGEN 


CompANY, Ltp.; Prest-O-Lite CoMPpANyY 

oF CANADA.—Stanley B. Kirk. 
UNITED STATES VANADIUM 

TIon.—John R. Van Fleet. 


CorPGRA- 


Francis P. Gormely, president of the 
group comprising Electro Metallurgical, 
Haynes-Stellite, Michigan Northern, and 


Union Carbide of Canada, is a graduate - 





Francis P. Gormely 


of Michigan University (1909) where he 
received a degree in electrical engineering. 
Immediately upon graduation he joined 
the Union Carbide Company of Sault Ste. 
Marie, Mich., as an electrician, and has 
served that company continuously in various 
production and executive capacities since 
that time. 

John D. Swain, president of the Electro 
Metallurgical Sales Corporation, is a grad- 
uate of DePauw University (1912). He 





Army-Navy “E” Awards 


Fansteel Metallurgical Corporation, North 
Chicago, Ill. Second award. 

Ardco Manufacturing Company, North Ber- 
gen, N. J. Fourth star. 








joined the Union Carbide Sales Comparf AMER 
at Chicago in 1915. He served in tl. Salte 
Army air corps during the first world waffing offic 
He resumed his sales work when the wapf the 

ended and has been engaged since with th@with the 
company in sales executive and administrg@dppleby, 
tive capacities. een app 





James W. McLaughlin, president @dent, an 
Bakelite, is a graduate, with a degree ssistant 
mechanical engineering, of Illinois U; os 2 
versity (1914). After a short time as g asin 
engineer with the Peoples Gas Light B.. sou; 
Coke Company at Chicago, he joined tf Sitecnon 





Prest-O-Lite Company. He has been 
charge of major production operations 
the industrial gases and chemicals co 
panies of the corporation continuously sin 
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James W. McLaughlin 






that time. Mr. McLaughlin will direct 
of the plastics operations of units of t 
corporation, including the plastics divisi 
of the Carbide & Carbon Chemicals Cq 
poration. 

Stanley B. Kirk, the newly elected pre 
dent of Linde Air Products, Prest-O-Li 
and the Dominion Oxygen Company, 
a graduate of Wisconsin University (191 
He joined the Union Carbide Sales Cot 
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Stanley B. Kirk 


pany in 1915 and since that time has 4 
responsible for. sales and sales mata 
ment in the gas group of companies 
the corporation. 
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AMERICAN BRAKE SHOE Company.—Roy 
Salter has been appointed chief operat- 


Compar 
1 in tH. 





orld wafing officer of the Southern Wheel division 
the wapf the American Brake Shoe Company, 
with thqwith the title of works manager. W. C. 


ministrg4ppleby, former operating manager, has 


een appointed assistant to the division pres- 


ident @dent, and D. E. Hensley has been appointed 
degree #ssistant works manager. 
ois Us Roy L. Salter was graduated from the 
me as @\labama Polytechnic Institute and joined 
Light he Southern Wheel division as assistant 
oined tireman at the Sayre, Pa., plant in 1924. He 
5 been yas appointed superintendent in 1927, trans- 
rations ferred to the Portsmouth, Va., plant in the 
cals Colame capacity in 1929 and returned to Sayre 
usly sing, 1936. He was given a leave of absence in 


1937 to enter the service of the Association 
f§ Manufacturers of Chilled Car Wheels 
vyhere he remained for five years, returning 
o Southern Wheel in New York as general 
buperintendent in 1942, 


Obituary 


ArtHUR P. Hagar, sales representative, 
jortheastern district, for the Safety Car 





eating & Lighting Company, died on 
une 8. 

¢ 
GrorcE E. Scott, manufacturers’ agent 


nt St. Louis, Mo., died suddenly in that 
ity on June 1. Mr. Scott was purchasing 
hkgent of the Missouri-Kansas-Texas from 
914 to 1939, and vice-president and assist- 
int sales manager of the Scullin Steel 
‘ompany from the latter date until May 15 
f this year, when he resigned to become 
} manufacturers’ agent. Mr. Scott was 
hairman of the Purchases and Stores 
livision of the Association of American 
tailroads from 1932 to 1935. 
¢ 


DonALD SYMINGTON, president of the 
{cConway & Torley Corporation, died on 
fay 22. Mr. Symington was born in Balti- 
nore, Md., in 1882. After attending McCabe 
Iniversity School and Amherst College, he 
opined the T. H. Symington Company, as 
ales representative in Chicago in 1905. He 
as a captain in the first world war and 
erved in France as chief munitions officer 
{ the first army, American Expeditionary 
‘ = He joined McConway & Torley in 
31, 
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General 


L. J. Prenpercast has been appointed 
uperintendent communications of the Bal- 
more & Ohio at Baltimore, Md. 

Guenx Lee has been appointed chief 
iechanical inspector of the Pere Marquette, 
vith headquarters at Grand Rapids, Mich. 


T. L. Nicuoxs, superintendent of motive 
ower of the Atlanta & Saint Andrews Bay 
ith headquarters at Panama City, Fla., 
as been appointed general superintendent 
n charge of the transportation and the 
lechanical departments, with headquarters 
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ABert H. ARMSTRONG, retired General 
Electric Company engineer widely known 
for his work in railroad electrification, 
died May 31. Mr. Armstrong was 73 years 
of age. He was a graduate of the Worces- 
ter Polytechnic Institute in 1891 with a 
degree in electrical engineering. He began 
his career as a member of the student 





Albert H. Armstrong 


engineering course of the Thomson-Houston 
Electric Company, Lynn, Mass. When 
General Electric was organized through 
the merger of Thomson-Houston and the 
Edison Electric Company in 1892, Mr. 
Armstrong was moved to Schenectady, 
N. Y. He was transferred to the engineer- 
ing department in 1894 and three years 
later joined the railway engineering de- 
partment. He subsequently was appointed 
assistant engineer of the railway engineer- 
ing department, and in June, 1929, was 
appointed consulting engineer of the trans- 
portation engineering department. He re- 
tired November 1, 1930. 


* 


OLIVER WADE SPENCER, vice-president of 
the Southern Wheel Division of the Ameri- 
can Brake Shoe Company, died June 18. 
Mr. Spencer was 52 years old. He was a 
graduate of Yale University in 1917 and 
began his career as a salesman in South 
America for the Standard Oil Company. 


Personal Mention 


at Dothan, Ala. The position of superin- 
tendent of motive power has been abolished. 
T. Larrasek, chief mechanical inspector 
of the Pere Marquette at Grand Rapids, 
Mich., has retired. ; 


L. R. THoMAs, system telegraph engineer 
of the Atchison, Topeka & Santa Fe, has 
been appointed electronics engineer. Mr. 
Thomas will study and develop electronics 
particularly in application of carrier and 
radio type communication in terminal and 
yard application between the front and 





He joined the American Brake Shoe Com- 
pany in 1922 as an apprentice at the Mah- 
wah, N. J., plant. .He was appointed sales 
representative for the Brake Shoe and Cast- 
ings and the Southern Wheel Divisions in 
St. Louis, Mo., in 1924 and elected vice- 
president of the wheel division in 1939. He 
was transferred to the New York office 
in 1942, 
+ 


J. Tuomas TALBOT, an executive of the 
American Brake Shoe Company, died on 
June 6. Mr. Talbot was 47 years of age. 
He began his career as an apprentice in 
the Mt. Clare shops of the Baltimore & 
Ohio. During the first World War he 
was attached to the railroad engineers unit 
overseas. He joined the sales department 
of the American Brake Shoe Company as 





J. Thomas Talbot 


inspector in June, 1920, and was appointed 
sales representative covering the southeast 
in January, 1922. He returned to New 
York in 1935 and was appointed assistant 
vice-president of the Brake Shoe & Cast- 
ings division in January, 1937. He be- 
came vice-president in charge of sales for 
both the Brake Shoe & Castings and the 
Southern Wheel divisions in September, 
1940, and was elected vice-president and 
a director of the Dominion Brake Shoe 
Company, Ltd., in January, 1944. Mr. 
Talbot had been an active member of the 
New York Railroad Club since 1936. 





rear of trains, etc. Mr. Thomas was born 
in Odessa, Mo., on May 18, 1911. He 
attended grammar and high school and 
later completed a course in electronic en- 
gineering at the National Schools, Los 
Angeles, Calif. He has operated amateur 
radio station and has been a student of 
electronics for the past twelve years. First 
employed by the Santa Fe as an apprentice 
operator at Needles, Calif., in September, 
1928, he graduated in September, 1930, 
and served as operator until June, 1934, 
when he became wire chief. In July, 1939, 


(Continued on second left-hand page) 
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WHEN THIS TRAIN STOPPED- 


IT STARTED SOMETHING! 


Probably no other American invention ever gave a more immediate demonstration 
of its value, or won quicker acceptance, than the Westinghouse Air Brake. 

The first equipment, built in Pittsburgh shops, was installed on the Panhandle’s 
Steubenville accommodation. The train, carrying a number of prominent railroad 
men, pulled out of the Pittsburgh Terminal. It was rolling at 30 miles per hour 
when the engineer saw a drayman’s cart stalled on a crossing a few hundred feet 
ahead, and the driver lying on the tracks. 

The engineer applied the air. Brakes screeched, prominent railroad men 
sprawled on the floor, and the train ground to a stop—inches away from the 
helpless drayman. 

Within two years, 22 railroads had installed Westinghouse Air Brakes. Within 
three years, it was in use abroad. Today there is not a railroad in this country, 
and very few anywhere on the globe, that do not include the air brake as an 
essential part of their equipment. 


75 Years of Pioneering 
WESTINGHOUSE AIR BRAKE COMPANY, WILMERDING, PA. 





TO PERMIT TODAY’S TRAINS TO piney 
The simplicity, power, and reliability that mark 


every new Westinghouse Air Brake development are 
well illustrated in the No. 8-ET. Unusual operating 
characteristics permit the engineman to handle trains 
with remarkable smoothness. Structural design is 
particularly emphasized, to provide long, main- 
SPEEDS—SAFELY. tenance-free service life. Many roads are applying 
this equipment to older locomotives, to step up per- 
formance possibilities. Westinghouse Braking Equip- 
ment is always abreast of transportation needs. 


MOVE AT SHORTER INTERVALS 


WITH HEAVIER LOADS AT HIGHER 




















he became telegraph and telephone super- 
visor for the Santa Fe with headquarters 
at Topeka, Kan. He was appointed system 
telegraph engineer in July, 1941, and in 
that capacity he handled the installation of 
the Santa Fe’s telegraph and telephone 
carrier systems. In the course of this 
work he has developed intricate circuit 
designs, in one of which he used vacuum 
tubes in place of electrically operated 
mechanical relays. 


A. R. Davis has been appointed super- 
intendent of fuel conservation and lubrica- 
tion of the Missouri Pacific, with head- 
quarters at St. Louis, Mo. 


Roy F. Wacker, locomotive designing 
draftsman of the Canadian National, has 
been appointed locomotive mechanical engi- 
neer, with headquarters at Montreal, Que. 
Mr. Walker, a native of Goderich, Ont., 
received his mechanical and electrical engi- 
neering education at Toronto, Ont., and 
entered railroad service as a machinist ap- 


R. F. Walker 


prentice of the Grand Trunk at York en- 
ginehouse, Toronto. Later he worked as a 
machinist at Ottawa, Ont., Stratford and 
Mimico, until 1909, when he became a loco- 
motive fireman at Belleville, Ont. The fol- 
lowing year, Mr. Walker joined the staff of 
the Canadian Locomotive Company at 
Kingston, Ont., as a draftsman and, in 1915, 
enlisted with the Queen’s Battery, Kingston, 
as a gunner, later serving, while overseas, 
as a sapper with the Royal Canadian En- 
gineers. On demobilization in 1919, Mr. 
Walker joined the Montreal Locomotive 
Works at Montreal as a designing drafts- 
man, which position he relinquished in Sep- 
.tember, 1928 to return to the Canadian Na- 
tional as locomotive designing draftsman. 


KENNETH CARTWRIGHT, mechanical engi- 
neer of the New York, New Haven & Hart- 
ford, has been appointed chief mechanical 
engineer, with headquarters as before at 
New Haven, Conn. Mr. Cartwright was 
born on March 14, 1890, at West Epping, 
N. H., and received a B. S. degree in me- 
chanical engineering from the Massachusetts 
Institute of Technology in 1912. He entered 
the service of the New Haven as a material 
inspector on June 1, 1914, remaining in that 
position until June 15, 1918, when he left to 
serve as a lieutenant (j.g.) in the United 
States Navy. Mr. Cartwright was released 
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from his duties with the Navy on January 
26, 1920, and on February 1 of that year 
re-entered the service of the New Haven as 
assistant to engineer of tests. He became 
general mechanical inspector on December 


K. Cartwright 


1, 1923; assistant mechanical engineer on 
June 1, 1925, and mechanical engineer on 
September 16, 1935. 


JosEpH WILLIAM BAILEy, whose appoint- 
ment as superintendent of motive power and 
car equipment, Southern Ontario district, 
of the Canadian National, with headquar- 
ters at Toronto, Ont., was announced in 
the June issue, was born at Liskeard, Corn- 
wall, England, on February 15, 1885. He 
entered the mechanical department of the 
Canadian National as a fireman at Fort 


Joseph William Bailey 


Erie, Ont., on February 3, 1904. He later 
served as a machinist and leading hand 
machinist at Fort Erie and in November 
1917, became locomotive foreman at Lind- 
say, Ont. Five years later he became gen- 
eral foreman at Deering Me.; in 1930 night 
foreman at Longue Point, Ont., and in 
1934 Iccomotive foreman at Allendale, Ont. 
Mr. Bailey was transferred to the Montreal, 
Que., motive-power shop in May, 1935, 
where he served as general foreman and 
later superintendent. He was transferred 
to the Stratford, Ont., motive-power shop 
as superintendent in February, 1939, in 


where he remained until his recent appoj 
ment as superintendent of motive power aj 
car equipment, Southern Ontario district 


Master Mechanics and 
Road Foremen 


Witrrip F. HeEInBAcnH, master mecha 
of the Reading division of the Readi 
retired on April 1. 


WILLt1AM R. Downs has been appoint 
master mechanic of the New York Ce 
tral at Avis, Pa. 


Harry C. SAnpers has been appoint 
master mechanic of the Reading divisi 
of the Reading ,with headquarters at Rea 
ing, Pa. 


J. J. FRerpo.t, superintendent of f 
conservation and lubrication of the Misso 
Pacific at St. Louis, Mo., has been a 
pointed road foreman of engines, with hea 
quarters at Little Rock, Ark. 


Frep P. Croumey has been appointed 
sistant master mechanic, Providence diy 
sion, of the New York, New Haven 
Hartford. 


Harry S. Raucu has retired as assista 
master mechanic ofthe New York Cen 
at Dewitt, N. Y. The position has be 
abolished. 


J. B. HAtiipay, master mechanic of f 
Chicago, Petoskey and Detroit and Gr 
Rapids divisions of the Pere Marquet 
at Grand Rapids, Mich., has retired. 


Wiit1am: G. RINGLAND has_ been 
pointed master mechanic of the New Yo 
Central at Dewitt, N. Y., with jurisdi 
tion over the Dewitt and Syracuse, N. 
territories, and the St. Lawrence divisio 


G. L. Linngutst, shop superintendent 
the Pere Marquette at Grand Rapids, Mic 
has been appointed master mechanic of tf 
Chicago, Petoskey and Detroit and Grag 
Rapids divisions, with headquarters 
Grand Rapids. 


Car Department 


Norris C. Hooper, superintendent of ¢ 
shops of the Canadian National at Tram 
cona, Man., has retired after 36 yeai 
service. 


B. F. Brown, car shop foreman of tl 
Canadian National, with headquarters 
Transcona, Man., has been appointed s 
perintendent of car shops, with headqual 
ters at Transcona. 


FREDERICK J. Gipson, general car for 
man of the Central of New Jersey at Elif 
abethport, N. J., has had his title chang 
to general car inspector. 


GrorGeE C. VocEL, general foreman 
the Elizabethport, N. J., shops of the Ce 
tral of New Jersey, has been appoint¢ 
superintendent of the car department. M 
Vogel was born at Buffalo, N. Y., on D¢ 
cember 15, 1894. In June, 1910, he e 
tered the employ of the Lake Shore 
Michigan at Buffalo, where he work 
as a messenger and in various clerical 
sitions for two years. He then enter 
the transportation department of the Del 

(Continued on next left-hand page) 
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sey at Elit i ‘ ss i F ‘ 
itle changé , Cooperating to this end, steam Locomotives built with Tenders having 
| COMMONWEALTH TENDER BEDS have greater Tender Capacity 
ag within restricted limits—a lower center of gravity —lighter wheel loads 
of the Cer 


5 aol —and more uniform distribution of weight at rail, resulting in less abuse 
tment. M ‘sr _to railway track structures. : 





GENERAL STEEL CASTINGS 


EDDYSTONE, PA. * GRANITE CITY, ILL. 













































. 


ware, Lackawanna & Western, and later 
the: mechanical department of the Penn- 
sylvania, where he served in many super- 
visory capacities over a period of approxi- 
mately nine years. Mr. Vogel then served 
the Boston & Maine successively as piece- 
work supervisor in the mechanical depart- 





George C. Vogel 


ment and assistant inspector of operations 
in .the president’s office. In 1927 he be- 
came general piecework supervisor, me- 
chanical department, of the Central of 
New Jersey and in March, 1929, foreman 
of the Elizabethport car shops. 


Obituary 


Grorce S. Hunter, at one time head of 
the motive-power department of the In- 
ternational-Great Northern, died at Denver, 
Colo., on April 14 at the age of about 85 
years. Mr. Hunter, after 61 years of rail- 
road service, retired in August, 1935. He 
entered the service of the Philadelphia & 

* Reading in 1873 as an apprentice. Later 
he became a general foreman in the employ 
of the International-Great Northern and 
in 1906, general master mechanic. In 1908 
he was appointed division master mechanic 
of the Kansas City Southern at Pittsburg, 
Kan., and in December, 1910, assistant 
master mechanic of the Missouri Pacific- 
Iron Mountain System at Jefferson City, 
Mo. A short time later Mr: Hunter be- 
came master mechanic of the Missouri, 
Oklahoma & Gulf at Muskogee, Okla.; in 
1918 division foreman of the Colorado & 
Southern at Cheyenne, Wyo., and in 1922 
master mechanic at Trinidad, Colo. From 
1930 until his retirement in 1935 he was 
division foreman. 


W. S. Butter, division superintendent 
of the Chesapeake & Ohio, with headquar- 
ters at Russell, Ky., died suddenly in that 
city on June 5. Mr. Butler was born in 
Yorkshire, England, on October 5, 1874. 
He entered railway service in 1894 and 
until 1898 was a machinist in the employ, 
successively, of the C. & O. at Clifton 
Forge, Va., the Norfolk & Western, the 
Southern, and the Atlantic Coast Line. In 
1899 he returned to the Chesapeake & 
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Ohio at Huntington, W. Va. “Later he 
was transferred to Handley, W. Va., and 
still later became enginehouse foreman 
and general foreman. In July, 1904, he 
was promoted to the position of assistant 
master mechanic at Lexington, Ky,, and 
in January, 1905, was transferred. to the 
Hinton division, ‘with headquarters at 
Hinton, W. Va. 
same year he became assistant master me- 
chanic of the Huntington shops with juris- 
diction over all departments, and in June, 
1910, was appointed master mechanic. In 
October, 1911, Mr. Butler was given juris- 
diction over the entire Huntington divi- 
sion, and in August of the following year 


the Hinton division was also added to his. 
jurisdiction. “His. headquartets were at- 


Hinton. In January, 1913, he was ap- 
pointed master mechanic of the Hunting- 


ton, Logan,. Big. Sandy and Ashland. divi- “troit, Mich. Sixteen-page pamphlet describ: 


sions, with headquarters ‘at Huntington; 
on November 15, 1920, assistant to the 
general superintendent of the Western divi- 
sion,’ and ‘in November, 1923, division su- 
perintendent at Russell. 


Paut MAppox, superintendent car depart- 
ment of the Chesapeake & Ohio, died on 
June 13 at Richmond, Va. 


Byron E. Nevins, retired master me- 


chanic of the Virginian at Victoria, Va., 
died on June 9 at Richmond, Va. 

Cuartes J. GerBES, master mechanic of 
the Erie at Marion, Ohio, died on April 16. 
Mr. Gerbes became a machinist in the 
employ of the Erie at Secaucus, N. J., on 





C. J. Gerbes 


November 27, 1911. He served there suc- 
cessively as machine shop foreman, en- 
ginehouse foreman, and general foreman 
until February 1, 1924, when he was trans- 


ferred to the back shop at Hornell, N. Y. 


He was appointed master mechanic on De- 
cember 1, 1927, and served successively 
at Hornell, Secaucus, and Avoca, Pa., 
until March 1, 1938, when he was trans- 
ferred to Marion. 


Frepertck S. Brown, retired mechanical 
engineer of the Erie, died at his home in 
Meadville, Pa., on April 14. Mr. Brown 
was born at Susquehanna, Pa., and was a 
graduate of high school. In January, 
1892, he became a blueprinter in the em- 
ploy of the Erie. He later became a drafts- 
man and in 1902 was transferred to Mead- 


-draftsman, assistant mechanical enginee; 


In November of ‘the. 






ville where he served successively as chic 





and mechanical engineer. -He became chi¢ 
mechanical engineer at New York in 19 
and at the time of his«retirement in 1% 
was mechanical.engineer at Cleveland. 


* € e 

Trade Publications 
Copies of trade publications describe 
in the column can be obtained by wri 
ing to the manufacturers, preferabj 
on company letterhead, giving tit] 
State the name and number of th 
bulletin or catalog desired, when it ; 
mentioned. 


















e 
_PANELBOARDS.—Square D Company, De 


ing a unique method of converting obsolet: 
and inadequate electric light and powe 
panelboards to full efficiency and modern! 
ness without disturbing the box or conduit 
“Before” and “after” illustrations accom: 
pany a brief history of each case. 


4 


MacHiIne Gas-Cuttinc GumDe.—ait 
Reduction, 60 East Forty-second Street 
New York 17. Pocket-sized, slide-ty 
guide. Shows proper tip sizes, gas pres 
sures, and other data required for machi 
gas-cutting steel of various thicknesses wit! 
Airco “45” and “124” gas-cutting tips. 


Batrery CHARGING.—The Electric Stor 
age Battery Company, Philadelphia, P: 
Sixteen-page booklet covering charginj 
equipment for Exide batteries in motiv 
power service. Contains detailed descrip 
tion of the two-rate and the modified con 
stant potential systems of charging wit 
numerous diagrams, graphs, and tables. 


° 


REXALLOY Cutting Toors.—Crucibl 
Steel Company of America, 405 Lexingtor 
Avenue, New York17. Twenty-six pag 
illustrated catalogue descriptive of Rex 
alloy} a non-ferrous cutting alloy for “mid 
dle range” machining applications. 


o 


Formica.—Formica Insulating Company, 
Cincinnati, Ohio. “What Formica Is!”, i 
32-page booklet descriptive of how it 
used in many industries and how it is matt 
and in what grades and types. 


. * 

LatueEs.—South Bend Lathe Work 
South Bend 22, Ind. Catalogue No. 15! 
condensed, illustrates and describes engitt 
lathes, toolroom lathes, and precision turrt 
lathes, also attachments and accessories. 

: e 

Rotary SHEARS.—Kling Bros, Engineer 
ing Works, 1300-1334 N. Kostner aventt 
Chicago 51. Eight-page illustrated Bu! 
‘letin No. 245 descriptive of Kling rota 
shears available in six sizes. 

. 4 

REPAIRING BrRoKEN CuTTING TOOLS: 
Handy & Harman, 82 Fulton street, New 
York. Sixteen-page bulletin No. 14, “Ho 
To Repair Broken Cutting Tools wi 
Easy-Flo.” 
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NDERSON battery charging equipment is ruggedly 

constructed to withstand the hardest railroad service. 
Carefully selected materials plus accurate workmanship 
ne Work Anderson Plugs and Receptacles are designed for the following: characterize every part of our plugs and receptacles. They 


e No. 15t Air Conditioning Switchboards H ; H ; ive 
os engin Battery Chergion Welding are made in a wide variety of types to suit every conceiv 
sion turrd Marker Lights Cable Connectors able railroad purpose. We would be pleased to have our 
essories. Yard Receptacles Couplers 5 2 
Platform Receptacles Watertight Plugs and engineers collaborate with you on your battery charging 
ail ortable Tools Receptacles 
3. Engineer Telephones Turntables problems. 
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289-305 A Street, Boston 10, Mass. 


Heed, Ener m NEW YORK CHICAGO PHILADELPHIA LONDON 






uly | 


OAA 
744 


HD Engine Lathes—Nine sizes 
¢anging from 12" to 50” swings. 
Gor versatility in turning. 





Automatic Lathes— 
12" & 16" Mechanical 
ot Hydreuhc power. 


Super Regal Lathes= 
Six sizes, 13" to'24” 
Best for training, 


NEW YORK 13, 


103 Lafayette Se. 


CAnal 6-5281 


Automatic Crankshaft Tool Room Lathes- 





In September, 1918, Marshall Foch asked the staffs 
of the American, British and French Armies to report 
their considered views on the time required to 
defeat Germany. The most optimistic said one year. 
Yet in less than three months the war had ended. 


Even now the switch from warwork to “peacework” 


may come more quickly than we dare hope for... 


from high-pressure war production at any cost to 
steady peacetime production at lowest cost. How to 
reduce product costs with wage scales remaining high, 
may not be as difficult as it seems. Other facts, be- 
sides wages, affect the seiling price. Production equip- 
ment is one. The lathe that wastes even the decimal 
part of your production penny cannot be tolerated. 


Wages represent purcnasing power. New LeBlond 
lathes represent economical production. Together — 
earned wages and low cost machine production — rep- 
resent post war prosperity. More and better products 
at less cost for more people is a goal that can be reached. 
New, improved, cost-cutting LeBlond lathes are avail- 
able to help you reach it. Use the coupon, below, today! 
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“+e YOUR BONDS BUY BOMBS 
BUY A LK BTER” TODAY 
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Lathes—For all facing, 12", 14", 16" and 18” izes i ¥ it ‘ _ Grinder—tntema 
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turning, finishing, pins. swings. Versatile. Faster output. Lower cost. and angular work, 
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